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Have Membership in the A.E.R.A.? 


HIS paper has advocated the admission of bus oper- 

ating companies to membership in the American 
Hlectric Railway Association, but with certain very defi- 
nite restrictions as to qualifications for membership. 
In view of the fact that this matter is again under 
consideration by the executive committee of the Ameri- 
can Association and that some opposition is being ex- 
pressed which it is believed would be answered by these 
restrictions, it may be well to repeat them. 

The JOURNAL believes, as was expressed in these col- 
umns in the issue of Nov. 3, 1923, page 766, that such 
membership should be limited to those bus companies 
which are well established, permanent, dependable, le- 
gally authorized carriers operating non-competitively. 
Inasmuch as each application must be passed on and 
approved by the membership committee and the execu- 
tive committee, any member company would have ample 
opportunity to voice its objections if any local bus 
company did not, in the opinion of the railway, measure 
up to the qualifications for membership. It is believed 
that these limitations meet most of the objections that 
are raised to admitting bus companies. 

The manner of handling memberships might be to 
provide a new class of membership known as bus mem- 
bers. Such membership would include the privilege of 
engaging in the activities of the American and affiliated 
associations, namely, the Engineering, Accountants’, 
Claims and the Transportation and Traffic Associa- 
tions, which are the fundamental divisions into which 
the transportation business naturally falls. The asso- 
ciation now has railway members, manufacturer mem- 
bers, individual members, etc., and the privileges of each 
are prescribed, there being some limitations on the 
memberships other than railway. So a new “bus mem- 
ber” classification would not be inconsistent. 

Or, there might be formed the American Bus Associa- 
tion, affiliated with the A.E.R.A. and having its own 
standing committees on accounting, claims, engineering 
and transportation and traffic. This suggested affilia- 
tion identifies the bus in its proper relation to the rail- 

"way, which is the main transportation agency in most 
communities and territories. However, we may look 
ahead to the time, not many years hence if the Ameri- 
can Electric Railway Association grasps the opportunity 
now open to it, when it will dominate all local and inter- 
urban transportation, and become in name as well as in 
fact the American Transportation Association. 

But some raise the question: Why take in bus com- 
panies at all? Several reasons were set forth in the 
editorial previously referred to. Two other reasons 
should be mentioned here. The first is that if the rail- 
ways are to take hold of the bus and maintain the prin- 
ciple of monopoly, which should prevail, they need all the 
knowledge and experience they can get with respect 
to bus operation, and bus companies can contribute 


something in this respect as well as gain much from 
the counsels of the railways. Their presence in railway 
counsels will also tend to temper a tendency to bring 
about unnecessarily severe regulation and taxation of 
the bus that will later come back upon the railway. 
There is furthermore the wider community of interest 
in which bus and railway might to mutual advantage 
join forces. 

The second reason is that it is only a matter of time 
until there will be a strong national association of bus 
operating companies. Attempts in that direction have 
already been made, though the result is rather feeble 
to date. It seems obvious that it would be better from 
the railway standpoint to have such an organization 
affiliated with or a part of the railway association than 
to have it conducted as an independent and probably 
more or less antagonistic association. And certainly it 
would be to the advantage of the bus companies to be 
affiliated with a strong, going transportation association 
such as the A.E.R.A. 


Transportation Development Should Not 
Be Limited by State Boundaries 


NOTHER instance of the tendency to consider mat- 
ters of benefit to the public at large from the politi- 
cal angle is seen in the objections that have been raised 
to the proposal to extend the New York City subways 
across the Hudson River into New Jersey. This proj- 
ect, as explained in a recent issue of this paper, would 
make possible more intensive use of the existing sub- 
ways in Manhattan Borough, and thus increase the net 
earnings that could be obtained from the rapid transit 
investment of the city of New York. It would relieve 
congestion on the streets of Manhattan, and also permit 
the elimination of many ferryboats now using valuable 
harbor space on the North River and congesting navi- 
gation. Furthermore, it would not affect adversely the 
finances of the subways, since the proposed plan pro- 
vides that the construction cost would be borne by New 
Jersey interests, and the additional operating costs 
would be charged against the new riders in the form 
of additional fares. 

With the existing great need for residential areas in 
the vicinity of Manhattan Island, it is clear that the 
demand cannot be satisfied by the space available for 
housing accommodations in the five boroughs of the 
city. The real objection is summed up in one sentence 
in an editorial in a New York financial paper: 

“The result would needs be to enhance the convenience 
of those people who earn their money in New York, 
but spend it in New Jersey and pay taxes there.” Of 
course, the answer to that is that the residents of New 
Jersey who commute to New York are going to do so 
anyway. And also, while a Jerseyman may spend a 
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large part of his earnings outside of New York, his 
work in New York creates more wealth for this State 
than he takes out of it. 

Local prejudices of this nature obviously should not 
be allowed to prevent the expansion of local transpor- 
tation along the lines that will represent the greatest 
service to the people as a whole and also result in lower- 
ing the burden to the citizens of New York City. There 
is no good reason why communication across the North 
River should not have been developed in a manner simi- 
lar to that across the East River. Since the North 
River is a State boundary line, it has been an artificial 
barrier which has been permitted to stand in the way 
of the development of a most convenient and much 
needed residential area close to New York. Thus there 
are sixteen street railway and rapid transit tracks over 
bridges and ten through tubes connecting Manhattan 
to Long Island, but no bridges and only four such tracks 
in tubes to New Jersey. These four tube lines to New 
Jersey were built by private interests, while nearly all 
the tubes and bridges over the East River were public 
works. 


The Claim Agent Naturally the One 
to Direct the Safety Movement 


O SOME the immediate direction of the safety cam- 

paign on an electric railway system by the claims 
department seems somewhat inappropriate. Accident 
prevention, they argue, is largely in the hands of the 
trainmen, and the superintendent of transportation is 
much closer to them than is the claim agent. It is the 
transportation department which trains the men, issues 
the rules under which they work, and disciplines them 
in case the rule is not followed. Moreover, the trans- 
portation superintendent is closer than the claim agent 
to the public; he has to study their habits as regards 
transportation, and he has opportunity through his 
inspectors and supervisors to know how best to avoid 
accidents. On the other hand, the work of the claim 
agent is largely of a legal nature. Let him attend to the 
settlement of accidents after they occur, but put the 
direct responsibility for accident reduction on the super- 
intendent of transportation. 

This, however, is a partial view of the situation. 
Undoubtedly, in any safety campaign, active sympathy 
and hearty co-operation on the part of the superintend- 
ent are required, just as they are necessary from all 
connected with the company, from the president down. 
But, unless there is a special official, such as a safety 
engineer, to carry the responsibility of the safety move- 
ment, the claim agent is logically the one to do it. Even 
on the large road, where the engagement of a special 
safety engineer is warranted, he should work in very 
close accord with the claim agent. 

There are many reasons which point to the claim 
agent as the one whose duties logically direct his atten- 
tion to the need of safety and whose experience is inval- 
uable in promoting any safety movement. In the first 
place, his main duty, broadly speaking, has always been 
to reduce by every legitimate means the amount of 
money which the company has to pay out for accident 
claims, and a common measure of his efficiency is the 
percentage which the amount so paid out bears to the 
gross receipts of the company. It is obvious, therefore, 
that if he can reduce this percentage by preventing acci- 
dents, he is working at least as effectively as if he was 
making the same reduction in court awards—and, of 
course, actually the work is more effective. 
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Again, from his study of accident cases, the claim 
agent is in a peculiarly advantageous position to know 
the causes of accidents, particularly the causes of acci- 
dents for which the law holds an operating company 
responsible. He knows, for instance, perhaps better 
than any one else on the property, the time and distance 
required at different speeds to stop a car under various ~ 
conditions of rail, the precautions which the conductor 
or a one-man car operator should take to see that the 
passenger has safely boarded or left the car before the 
start is made, and those which should be taken at grade 
crossings with steam railroads or on his own line, and 
the time and place at which the warning whistles should 
be given and the length in seconds of the blast, before 
the grade crossing is reached. ; 

The consequence of this specialized knowledge is that 
the claim agent can often see dangerous practices which 
would not be apparent to the superintendent of trans- 
portation. It is natural that this should be so because 
his mind is constantly on ways and means to reduce 
accident claims, and his thoughts in this respect are 
quickened by a recollection of testimony in the court 
relating to the neglect of precautions, which might have 
prevented an accident. Of-eourse, it is the aim also of 
the superintendent of transportation to reduce acci- 
dents, as part of his main duty of increasing the trans- 
portation receipts and decreasing the transportation 
expenses, but of these objects, the reduction of accidents, 
although an important factor, is but one of many. 


Luxury Travel May Pay Now 
Where It Formerly Failed 


ip TIMES long past, some electric railway men have 
tried certain kinds of luxury travel accommodations 
such as club, parlor and dining cars, which were not 
then patronized to a sufficient extent to make them 
profitable. They rather naturally use this as a prece- 
dent for not undertaking anything of the sort today. 
But there is plenty of evidence that times have changed. 

People are spending dollars freely now where in pre- 
war times they were unwilling to part with an extra 
dime. They may “crab” about an 8-cent street car fare 
(or their politicians may) but they are perfectly willing 
to pay the extra price for a parlor car seat or space in a 
Pullman when traveling even comparatively short dis- 
tances. 

Both the Chicago-Milwaukee and the Indianapolis- 
Louisville electric lines, which have installed extra-fare 
parlor or club car service during the past year, have 
found that the better comfort was well patronized al- 
most from the very start. Both these lines have neigh- 
bors which tried something that approximated the same 
service in pre-war times but was abandoned for lack of 
patronage. It merely goes to show again that people 
nowadays demand (and are willing to pay for) some- 
thing better in transportation than just the ride between 
two points. They want to make their journey faster 
and in greater comfort than was formerly expected. 

Of course, the main advantage in such luxury service 
is not in the profit from the chair-car charge or from 
the meal served en route, which is small if any, but in 
the fact that it attracts additional passengers to the 
railway. It is believed that many interurban railways 
which connect good terminal cities two hours or more 
apart may now well consider the installation of these 
various means of providing additional comforts in travel. 

Make it easier to travel and more will travel. 
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Features of New Long Island Cars 


Framing Is Designed to Resist Collapse in Collision and Facilitate Repairs When Damaged — Clasp 
Brakes and Other Improvements in Trucks and Air Brake Equipment Assist in Operation 
of Long Trains — Two Motors per Car Are Arranged for Tap Field Control 


Train of New Multiple-Unit Motor Cars on the Long Island Railroad 


have recently been ordered by the Long Island 

Railroad for its electrified train service out of 
New York City. These are being built by the American 
Car & Foundry Company. With other cars of the 
same type ordered in 1923 there will be a total of 140 
cars of this new type in service. 

The new cars follow steam railroad practice closely. 
They are 64 ft. 52 in. long and seat seventy-eight pas- 
sengers. The weight, fully equipped, is 574 tons, or 
1,474 lb. per seat. The accompanying table gives the 
principal data. “ / 

The construction of these cars follows closely the 
design of the Class T-54 trail cars used by this com- 
pany, with such modifications as are necessary to adapt 
them for motors and control. 


Give additional motor cars, pictured herewith, 


GENERAL DATA OF LONG ISLAND CARS 


Denethiover PUMLETS 36. ewes weed eee SS TR Ane 64 ft. 5% in. 
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A box girder made up of two 9-in. channels spaced 
162 in., back to back, with a top and bottom plate, 
form the center sill or stress member. The top cover 

_ plate extends the entire length of the channels. The 
platforms are made of diamond pressed plate. . The 
bottom cover plate extends the entire length of 
the channels between the platform and end casting. An 
additional bottom cover plate is used on each end of the 
car as a reinforcement and this extends from the front 
end of the draft gear past the center casting to about 
2 ft. beyond the cantilevers. 

Each end of this box guide is framed in a large 
steel casting which forms the end of the car. This 
casting is designed with recesses to accommodate the 


spring buffer. There are also framed in at this point 
two 12-in. I-beams which form the diaphragm posts 
and extend to the roof. The roof purlins are riveted 
to the tops of these. This center sill takes all bumping 
strains and prevents buckling of the car, while the 
large 12-in. I-beams prevent telescoping. 

The end construction of the cars is of flat sheet steel. 
This type of construction was adopted due to the ease 
with which repairs can be made after damage. Ex- 
perience of the railway indicates that the ends of steel 
cars are the parts most frequently damaged. With flat 
plate construction, repairs can be made very quickly 
and it is not necessary to wait for specially curved or 
shaped sections ordered from the car manufacturers 
nor to keep on hand a large stock of special replacement 
parts. 

The cars have single outside sheets, lined with three- 
ply Salamander, with inside finishing sheets. The roofs 
are of the arch type and are constructed of single 
sheets, lined with three-ply Salamander, with an inside 
finish sheet. 

The trucks are a one-piece cast steel type, manufac- 
tured by the Commonwealth Steel Company, St. Louis, 
Mo. This is an equalizer type. All wearing surfaces 
are provided with detachable wearing plates. All parts 
are very liberally designed in order to reduce main- 
tenance repairs. The trucks are provided with clasp 
brakes and the brake rigging is very substantially 
constructed. A particular feature is the method of 
taking up slack. Instead of the usual screw and nut 
or turnbuckle arrangement, a split collar clamps over 
two rods. The rods have a succession of rings, and 
the inside of the split clamp has projections which fit 
between these. Slack is taken up by loosening the clamp- 
ing nuts of the collar and sliding this along to a new 
position on the rod. The slack is automatically taken 
up by an air slack adjuster, and with the type of con- 
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struction used it is found possible to wear out a set of 
brake shoes without hand adjustment. 

Some improvements have been made in the air brake 
equipment over that used on older type cars. The 
Long Island Railroad operates many ten-car trains in 
its electrified service, and the time at terminals for 
making up and getting these trains into service is 
quite limited during rush hours. Difficulty was experi- 
enced in some cases where cars were coupled to others 
with low reservoir pressure. The coupling to these 
cars usually caused the brakes to go into emergency, 
and considerable time was taken for the compressors 
to pump up sufficiently to allow the brakes to release. 


No. 1. The Trucks Are of the One-Piece Cast 
Steel Type, with Clasp Brakes and 
Detachable Wearing Plates 
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No. 2. New Type Switch Group Used 
on Long Island Cars with 
Covers Removed 


Vol. 63, No. 5 


equipment includes the U-12 Universal valve, M 19 © 
brake valve, and D3F compressor of 35-ft. capacity. 

The lighting of the cars is from twenty-five lamps, 
each of 23 watts capacity. These are arranged in two 
rows on either side of the aisle. The lamp sockets are 
mounted on the purlins and the lighting wires run 
inside these. j 

A new feature of the auxiliary equipment is the 
provision of a safety switchboard for the light, heater 
and compressor circuits. In this construction the 
switch controlling each individual circuit is inclosed in 
an insulated compartment, so,that a short circuit in 
one portion will not spread to adjacent circuits. Pro- 


No. 3. The Compartments of This safety 
Switchboard Panel Cannot Be Opened 
with the Circuits Energized 


It was also found desirable to shorten the time of 
release of brakes after an ordinary emergency 
application. 

The main reservoir line was increased from ? in. to 
1 in. and the branch pipe to the motorman’s brake 
valve was also increased to 1 in. A new feed valve was 
designed for this service, which is much larger, has 
larger ports and a larger piston. The air pressure 
which acts on the diaphragm is brake pipe pressure 
from the motorman’s brake valve. Through the im- 
provements made in piping and air brake equipment 
the time of releasing brakes after an emergency 
application was reduced greatly. 

The air brake, equipment is Westinghouse type 
AMU. In addition to the changes just described, the 


vision is also made so that the covers of the switch 
compartment cannot be opened until the switches are 
in their “off” position. This is accomplished by a slot 
in the pocket surrounding the operating handle. To 
open the box, the handle must pass through this slot, 
and this can only take place with the switch in the 
off-position. This type of switch construction also 
permits of an improved arrangement of switchboard 
connections. These are all of fiat copper strips and the 
main feeder and load side of the switches are in 
inclosed compartments. 

The motor equipment for each car consists of two 
Westinghouse type 308-G-1 motors of the standard 
box frame type. The main field windings of the motor 
are arranged for tap field connections on the last run- 
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ning point. The housings and gear cases are especially 
designed to permit the use of clasp brakes. These 
motors are very similar to the Westinghouse type 308 
motors, which have been previously used by the Long 
Isiand Railroad on al! its motor cars. 

The control equipment is Westinghouse type ABF, 
arranged for automatic acceleration and field control 
of the motors. This control will operate with all exist- 
ing equipment of the company. Electro-pneumatic 
_ Switches are used and energy for operating the control 
apparatus is furnished by 14-volt storage batteries, 
two of which are provided per car, so as to be charged 
and used on alternate days. 

The main motor control consists essentially of thir- 
teen unit switches of the HI electro-pneumatic type. 
Automatic acceleration is accomplished by the use of 
the usual current limit relay, which regulates the 
movement of a sequence drum, which in turn energizes 
the magnet coils of the electro-pneumatic unit switches 
in the required sequence. 

The main control circuits are arranged with a total 
of twelve steps. Seven of these are for series opera- 
tion and five for parallel operation. Bridging method 
of transition is used between series and parallel. The 
normal or tapped field connection for the motors is 
effective only on the last full parallel running point. 
In addition to the control group, a line switch or circuit 
breaker is used which has parts interchangeable with 
those in the switch group. The use of two overload 
relays to operate the line switch, one connected in 
each leg of the motor circuit, provides for more sensi- 
tive operation than the usual type of single overload 
trips, since each is set at approximately one-half the 
current value required for a single relay. Hither or 
both of the relays can be reset by a single reset coil, 
which is energized from a plug switch located in the 
master controller. 

The main control is mounted in a skeleton frame 
completely inclosed by removable covers. On one end 
of the group is the sequence switch and limit relay, 


At Left. the Drum-Type Reverser Is Mounted on One End of the Switch Group. 


while the other end 
contains an electro- 
pneumatically oper- 
ated drum type 
reverser. The _ se- 
quence switch, 
which energizes the 
magnet coils of the 
controller in the 
proper order, con- 
sists of a drum 
which is operated 
by air cylinders 
through a rack and 
spur gear with 
teeth cut at an angle 
of 45 deg. Entrance 
of air into the oper- 
ating cylinders is 
controlled by two 
magnet valves, one 
for “on” and the 
other for “off”? mo- 
tion. The operation is on the balanced air principle. If 
both “on” and “off”? magnets are energized at the same 
time, movement of the drum takes place, since the air 
pressure on the piston is unbalanced by air being 
admitted through the “on” valve and released through 
the “‘off” valve. Movement is stopped by de-energizing the 
“off” magnet, which will then admit air and cause 
the pressure on the piston to become balanced. To 
move the drum in successive steps, it is only necessary 
to energize the “on” magnet from the supply circuit 
and the “off” magnet through the limit relay contact. 
When both magnets are de-energized, as when the 
master controller is in the “off” position, the air in 
the ‘fon’ magnet cylinder is exhausted to atmospheric 
pressure, while that in the ‘off’? magnet valve is at 
reservoir pressure, thus moving the drum to the “off” 
position and holding it there. 


Unit Switch with One Side of Are 
Chute Removed to Show 
Construction 


At Right, Type of Line Switch Used on New Cars 
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The control circuits of the magnet coils are so inter- 
locked that rotation of the drum is permitted unless 
the line switch is closed, and as the line switch when 
once opened cannot be closed until the drum returns 
to the first operating position, independent operation 
of either is eliminated. 


Bargain Sale of Passes Proves 


Profitable 


Reduced Rates on the Lines of the Beaver Valley 
Traction Company During August, 1923, Produced 
Higher Revenue than Normal Rates During 
the Same Month in 1922 


OR five weeks beginning Aug. 6, 1923, the Beaver 

Valley Traction Company, New Brighton, Pa., sold 
the all-zone pass, normally costing $2, for $1.50. At the 
same time the price of the two-zone pass, normally 
$1.60, was reduced to $1.50. The purpose of this bar- 
gain sale of passes was to stimulate passenger traffic, 
which is ordinarily at a low ebb during that season. 
That considerable success attended this effort of the 
company is shown by the fact that the gross revenue 
for August, 1923, was approximately 15 per cent 
greater than for August of the year before. 

A somewhat similar experiment had been made by 
the Beaver Valley Traction Company during the pre- 
vious spring. At that time free tickets were given as 
a bonus to those who bought the weekly pass. With 
an 85-cent pass two free tickets were given, with a 
$1.60 pass three free tickets, and with a $2 pass five 
free tickets. During the weeks from May 4 to May 25 
this scheme was in effect. Financially the result was 
inconsequential. That is to say, the gross revenue 
remained about the same. The extra riding on the 
free tickets was apparently about balanced by the 
extra riding for cash. As a whole, however, the pass- 
buying public was pleased to get this appreciation of 
its patronage and the company profited on the score 
of public relations if not in the matter of revenue. 

Probably the reason why the free ticket scheme was 
not more popular was that the saving was contingent 
upon the buyer of the pass having a companion. His 
own pass was sufficient to take him anywhere at any 
time, and unless he desired to pay the fare of some 


Four Weeks Four Weeks Four Weeks 

July 9to Aug.5 Aug. 6toSept.2 Sept 10 to Oct. 7 
$0 <85:passesi iii. dene 1,153 985 1,096 
$1 260 passes. se ek ee 412%, 0 J eee 385 
Universal passes......... 1,805 3,414 1,889 
Total passes.......... 3,370 4,399 3,370 
Adult passenger revenue.. $5,248 $5,944 $5,423 


other person he would have no use for the free tickets. 
It was thought, therefore, that a more favorable reac- 
tion would be obtained if a method were devised to give 
a direct saving to the buyer of the pass. To this end 
the reduced rate sale of passes during August was tried 
with price reductions as stated at the beginning of this 
article. 

A comparison of the three periods of four weeks 
each, that preceding the bargain sale, that during the 
bargain sale, and the one immediately thereafter, shows 
that the revenue was considerably greater during the 
bargain sale. 


It is seen from the figures in the accompanying table 
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that the number of one-zone passholders was mate- 
rially reduced during the period of the bargain sale, 
and even after its ending the number did not increase 
to its former size. The number of two-zone pass hold- 
ers was of course reduced to nothing, because the price 
was made the same as that for the universal pass. A 


great increase occurred in the number of people buying _ | 


the universal pass, and to some extent this increase 
appears to have been retained after the passes returned 
to their normal price. It was noticeable also that 
although August is usually the poorest month of the 
year the total number of pass buyers and the gross 
revenue were higher during the four weeks from Aug. 6 
to Sept. 2 than during the four weeks, just before or 
after. 

The beneficial effect on the income of the Beaver 
Valley Traction Company and the Pittsburgh & Beaver 
Street Railway, operated by the former company, 
can be seen from the fact that in July, 1922, the gross 
revenue was $53,707, and in July, 1923, $57,815, or an 
increase of 94 per cent. In August, 1922, the gross 
revenue was $48,448, while in August, 1923, it was 
$55,490, or an increase of 143 per cent over the pre- 
ceding year. Thus August,.1923, almost equaled July 
in revenue, whereas the year before August was con- 
siderably lower than July, showing the value of the 
pass sale. It may be noted that the pass is responsible 
for approximately 10 per cent of the tetal revenue and 
for 10 per cent of the increase in revenue, so far as its 
influence may be directly accounted for. It is probable 
that the pass, or more particularly the general mer- 
chandising methods employed by the Beaver Valley line. 
has been a factor in the healthy increase in gross 
revenue shown. 


Making Use of an Old Tank Car 


A ANY years ago the Market Street Railway, San 
Francisco, Cal., huilt a tank car to supply. oil to 
various power houses equipped with oil-burning boilers. 
This car has a cylindrical tank with a capacity of 4,410 
gal., and is equipped with an electrically driven 
pump for discharging the oil. There is no longer any 
use for the tank car in carrying oil to the power houses, 
but the railway has found it useful for supplying oil 
to tanks in various parts of the city for use in oiling 


This Tank Car Equipped with Electric Pumps Is Used to Carry Oil 
for the Market Street Railway of San Frangisco 


track curves and switches. The oil is pumped into the 
tank at the Market and Valencia Yard from a large 
underground storage tank which is supplied by tank 
trucks of the oil companies. The tank car is in use 
only about two days a month, but inasmuch as no 
expense was necessary to put it to its present use it 
has been found practical and economical. 
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Energy Consumption of Interurban Cars 


Tests Made to Allocate Energy Used Between Cars of Detroit United Railway and Detroit 
Municipal System When Operating on Tracks of the Latter Indicate Average Con- 
sumption of 120.4 Watt-Hours per Ton-Mile—Heater Energy Also Measured 


paper of the report of the committee appointed 
to fix compensation for the right to operate 
interurban cars of the Detroit United Railway in the 
city of Detroit. In determining this question, the board 
of arbitration had to make a study of the energy con- 
sumption of the interurban cars on city lines, and a 
report on the subject by Alfred H. Lovell and James 
F. Fairman of Ann Arbor, Mich., is included as an 
appendix in the report of the board. This appendix 
contains so much information on this interesting sub- 
ject that it is abstracted below: 
Fig. 1 gives the results of tests of energy consump- 
tion in kilowatt-hours per car-mile and watt-hours per 


\ ABSTRACT was recently published in this 


“equipment ton-mile of D.U.R. interurban cars on city 


runs, made by the Detroit United Railway. In a very 
large proportion of these runs the energy consumption 
was lower on the incoming run than on the outgoing 
run. This was explained by the company as due to the 
condition that the interurban car often had to follow 
a city car which made a large number of stops. In 
consequence, the interurban motorman did a great deal 
of coasting and running on the series position of the 
controller, with a consequent saving in power. There 
were seventy-nine tests averaging 8.87 car-miles each. 

The Department of Street Railways of Detroit also 
submitted results of tests made by the department on 
cars of its own and also on some Detroit United and 
some Michigan United cars. The runs for the six de- 
partment cars tested totaled 13,021.31 car-miles and the 
tests of the twelve outside cars totaled 437.35 miles. 
Some of these tests were made with the heaters on, but 
an estimate was made of the energy taken by them and 
the amount was deducted from the consumption figures. 
The results are given in Fig. 2. Then all the cars were 
grouped in several weight classifications, beginning with 
7.5 tons, then 17.5 tons and by 2.5-ton increments to 
45 tons. The average energy consumption by groups is 
given in Fig. 3. 

Commenting on these tests; the report says that the 
points are obviously closer together in the department 
tests than in the D.U.R. runs. One reason is the much 


longer run of the D.S.R. tests. The points on Fig. 3 
are very consistent, and as a variety of motor equip- 
ment and gear ratios was represented, these values of 
kilowatt-hours per car-mile are recommended as a basis 
for energy consumption in city travel for all of the 
passenger equipment, i.e., both D.S.R. and D.U.R. 

The curve of averages drawn in Fig. 3 may be very 
closely approximated by the formula: 
Kilowatt-hours per car-mile equals 1.6 + 0.002 (tons)’ 

The data shown in Figs 1, 2 and 3 were also plotted 
with the unit for the ordinate changed from kilowatt- 
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Fig. 2—Energy Consumed on City Passenger Runs, D.S.R. Tests 


hours per car-mile to watt-hours per ton-mile. While 
these points showed a wider dispersion and lack of 
uniformity than the results in the test just mentioned, 
the report considers the board is warranted in holding 
that the average of 120.4 watt-hours per ton-mile, of 
all the tests on passenger equipment traveled over city 
lines by both D.U.R. and D.S.R. cars, may properly be 
accepted. 
DAYTON TESTS 


In addition to the Detroit tests mentioned, the report 
refers to energy tests for city runs made in Dayton 
for the local companies by the Economy Electric Devices 
Company and described on page 41 of the ELECTRIC 
RAILWAY JOURNAL for July 8, 1922. The data from these 
tests were plotted in reference to car weight on both a 
kilowatt-hours per car-mile and watt-hours per ton- 
mile basis. The results are shown in Figs. 4 and 5. 
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Fig. 3—Energy Consumed on City Passenger Runs, Averages of 


D.U.R, and D.S.R, Tests 
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Fig. 4—Energy Consumed on City Passenger Runs on Kilowatt- 
Hours per Car-Mile Basis, Dayton 


The report considers that these results are distinctly 
comparable with the Detroit tests, though the figures 
on the watt-hours per ton-mile basis are more widely 
scattered and less uniform on the average than those 
for similar plottings in the Detroit tests. There is 
also a steeper slope to the average curve in Dayton, as 
shown in Fig. 8, probably due to the operation being in 
the downtown district with a stop at every corner. 
To determine whether there was any closer agree- 
ment in the test results for unit consumption on the 
longer country runs than in the city runs, a tabulation 
and plot were made of the passenger car tests on the 
Flint and D. J. & C. divisions of the D.U.R. These data, 
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which were taken from the railway exhibit, are plotted 
in Fig. 6, which show conclusively that there is just 
as much variation on the runs in the country as in those 
in the city. te 


TESTS ON FREIGHT CARS ON CITY RUNS 


The report also gives the results of tests of the 
energy consumption of freight motor cars hauling 
trains of different lengths varying (with the load on the 
motor car and its weight included) from a motor car 
with two trailers and weight of freight carried of 
27,449 lb. to a motor car and seven trailers with a load 
of freight carried of 183,311 Ib. The average running 
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consumption of all these tests, including the energy 
used in switching during the trip, was 61.6 watt-hours 
per ton-mile and 1.94 kw.-hr. per car-mile., The latter 
figures are plotted in Fig. 7. 


TESTS ON HEATERS 


The report also gives the results of some tests made 
by the Department of Street Railways on energy con- 
sumed in car heating. One series of tests was made 
with an 8-ton safety car for ten days in November, 
1922; thirty days in December, 1922, and January, 
1928, and one day in March, 1923. The mean outside 
temperatures during these three periods were respec- 
tively 38.6 deg., 27.4 deg. and 22 deg., all Fahrenheit. 
The car-miles aggregated 3539.5 and the average con- 
sumption was 0.52 kw.-hr. per car-mile. 

The tests on the Peter Witt cars were one test of 
fifty-three days in December, 1922, and January, 1923, 
and three tests of one day each in March, 1923. ‘ During 
this time the car-miles amounted to 6722.7. The aver- 
age outside temperatures for these periods respectively 
were 22.1 deg., 22 deg., 22.3 deg. and 46 deg., and the 
average consumption.was 1.17 kw.-hr. per car-mile. 

The report points out that the heater capacity of the 
8-ton safety cars is 6 kw. and of the 18.66-ton Peter 
Witt cars is 13.2 kw., so that if the heater installation 
is based on the same unit of kilowatts per cubic foot, 
it might be expected that the energy consumption of 
the larger cars would be approximately 13.2 divided 
by 6, or 2.2 times that of the 8-ton cars. Actually, 
2.2 & 0.52 — 1.144, which is very closely in agreement 
with the 1.17 kw.-hr. per car-mile average of the Peter 
Witt car tests. The report points out also that there 
were a great many variables which entered into the 


determination of heater energy consumption, and gives 
for each of the tests the average stop per run, average 
time that the doors were open, the average total passen- 
gers, on and off, and the average car temperature. 

_ The report points out that about 100 thermostats 
were destroyed on the system of the Detroit Depart- 
ment of Street Railways by car crews, who wanted the 
cars warmer than the thermostat cut-out temperature, 
and there were other thermostats whose adjustment 
had been tampered with so as to bring the cut-out tem- 
perature up to 70 to 75 deg. With such variations in the 
car temperatures, it would seem impossible to establish 
uniform energy consumption for the heaters without 
frequent rigid inspection of the thermostats and season- 
long tests with a graphic car thermometer in conjunc- 
tion with the kilowatt-hour meter on each type of 
equipment. However, the report believes that the 
figures given are fairly representative of average con- 
ditions as they actually prevail in Detroit and recom- 
mends the listed average as the basis which the board 
might choose for the determination of heater energy 
consumption. 


Track Rails Used as Floor Girders 


in Carhouse 


N INTERESTING type of floor construction has 
been installed in the Roncesvalles carhouse of the 
Toronto Transportation Commission. This carhouse 
was described in ELECTRIC RAILWAY JOURNAL for May 
4, 1923, page 791. A general illustration of the car- 
house is shown in that article. 

In ordinary floor construction where pits are used in 
carhouses, the track rails are independent of the floor 
framing. This necessitates the use of girders of suffi- 
cient strength to carry the entire floor, the track rails 
either being set on top of the floor or at the edge of 
the floor section but structurally independent of it. In 
this construction the rails are used as girders and as- 
sist in supporting the floor. ‘ 

The arrangement is shown in the accompanying 
drawing. Girder T-rails, 7 in. high, are used. These 
are supported on vertical columns of I-section. The 
rails are connected with intermediate I-beams by means 
of tie rods, and the floor is constructed with concrete. 
In one section the wearing surface of 24-in. wood block 
is laid on top of the concrete, the surface being flush 
with the head of the rail. In another section a cement 
flooring is used, which is laid) with a hardener to make 
it wear-resisting. 

Several different arrangements are shown, whose ap- 
plication depends on the width of the span and the load 
to be supported. All of them, however, depend on the 
use of the rail as one of the beams. 


Leecnn 6¢af6 --- 4 -—--- 5418 ------1'108 ———----—- > 


@ 


The Rails Are Used as Beams in the Floors of the Roncesvalles Carhouse in Toronto 
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New Trip Envelope Saves Time 
SIMPLIFICATION in the method of handling con- 


ductors’ 
part of the year, 


trip sheets 


inaugurated 
has proved satisfactory on the 


in the early 


Tacoma Railway & Power Company’s system. The 
number of forms that it is necessary to use has been 


reduced from four 


ROTM 10. 53. to only one. Under 
TACOMA RAILWAY & POWER CO. | the old system, an 
CONDUCTOR'S DAILY REPORT operator was re- 


Day___Monday, Pets wee 
Date.com SP DURA 
Route... De. 


Conductor...... 


quired to make out 
a daily report card 
on which was shown 
the number of pas- 
sengers, the begin- 
ning and ending 
fare-box readings 
for both cash and 
tokens, the number 
of tickets and the 
number of transfers 
for each half trip. 
At the end of his 


Motorman...... 


ea ce 
Bes 
| SUE RA De —When Lett... Sel 372} 90. 


Joa 8 hen Taken.......562}.0.0.| 12. | 20. 
4.40 | sore Box—Metal Tkts, 
ee 


17th 6.10 | When Left. 
SS) 6.55 | When Taken...... 


742 | Ball Face—Card Tits. 
8.24 When Left) eon =! 


When Taxen.. 


9.48 Ball Face ee Ta ‘ 
When Left... 
\AL.o4 When Taken...... 


Cash Fares 
Metal Tickets.......... 


LP 


| Commutation Tickets—Inside fn. run, he. was re- 
Commutatien Tickets—Cutside.. . os 
(pr ossaeal School Tickets. quired to turn in to 
ee the receiver an 


Employes’ Tickets— 
Employes’ Tickets—Company... 


envelope containing 
the transfers, a sec- 
ond envelope con- 
taining his report 
and all tickets col- 
lected, and a small 
card stating the 
amount of cash he 
was delivering. One 
envelope now does 
the work of all these 
forms. Fare - box 
readings, however, 
are taken only at 
the beginning and 
ending of the day’s 
work, instead of at the end of each half-trip. The 
saving of time accomplished is an important item, 
especially at periods of the day when it is difficult to 
maintain the schedule speed. Another advantage is 
that the simplification increases the likelihood of the 
conductors making correct reports and aids the receiver 
in detecting arithmetical mistakes. Under the old sys- 
tem, it frequently happened that the operator neglected 
to turn in one or more of the various forms required. 


(riser ol ‘Transfers—Munic..... 
ae Transfers—P T Co, 
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| Transfere—Others 


_Cnah Remittance 
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Gold Coin_ 
| Silver Doll 
| Silver Hal 
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i. Tots Cash...... 
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Receiving Clerk. 


New Envelope Which Simplifies Ac- 
counting for Tacoma Conductors 


Reducing Fire Risk in the London Tubes 


REAT care is exercised to avoid any fire in the 

“tubes” of the Underground Railways of London. 
Journals are frequently packed and are watched care- 
fully. A hot box might cause a panic and a panic at 
“crush hour” might have serious consequences. Great 
care is exercised in keeping the tubes clean. A certain 
amount of inflammable material is dropped at stations 
and in cars by passengers. Certain amounts of foreign 
material also find their way into the tubes by way of 
the elevator shafts and stairways, as well as through 
the shafts in which the ventilating fans are operated. 
In addition, a mysterious fluff accumulates. It is highly 
inflammable and is disposed of with much difficulty, as 
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it is sucked along with the trains. The source of this 
material is in doubt, but it is believed to be lint from 
the clothing of the passengers. When millions of people 
crowd on and off cars, there is bound to be some brush- 
ing off of the fabrics of which clothing is made. In 
the aggregate this amounts to a surprising quantity. 


Contest Produces Good Advertisements 


LECTRIC railway interests figured actively in a re- 
cent advertising contest among employees of prop- 
erties managed by Stone & Webster, Inc., Boston, Mass., 
designed to stimulate the production of “copy” calcu- 
lated to “sell” the idea of utility service. Two classes 
of advertisements were embodied in the contest: Mate- 
rial for a series of not less than six newspaper adver- 
tisements designed to sell any of the service of 
appliances offered by the Stone & Webster companies, 
and ideas which could be used in utility advertisments. 

C. .L. Greer, 
superintendent of 
overhead, Galves- 
ton-Houston Elec- 
trie Railway, 
Houston, Tex., 
won the first prize 
in the second part 
for a group of 
ideas for increas- 
ing popular ap- 
preciation of the 
value of electric- 
ity. The second 
prize (tied) went 
to G. C. Harvey, 
clerk in the track 
department, El 
Paso Electric 
Railway, El Paso, 
Tex., on the use of 
electric appliances 
in the home, and 
to L. K. Hawson, 
assistant superin- 
tendent gas de- 
partment, Nova Scotia Tramways & Power Company, 
Ltd., Halifax, N. S., on the same subject. 

The railway material which won the second prize 
is now being featured by the Columbus Electric & Power 
Company, Columbus, Ga. It is composed of six adver- 
tisements emphasizing the comfort, time-saving fea- 
tures, freedom, independence of weather conditions, 
safety and service availability of electric transportation. 
Each one is illustrated in the simplest possible manner 
by a drawing of the two parallel rails of a single 
straight track, thus emphasizing the direct, speedy 
service of the street railway. Contrast is drawn be- 
tween the removal of responsibility from the passen- 
ger and. the burdens of automobile driving “in traffic’; 
between the low cost of trolley service and the expen- 
sive luxury of motoring in areas served by electric rail- 
way lines. 

Throughout the set the feadeeeem -serve policy of 
the railway and the convenience and comfort of car 
travel are featured. It is expected that other railway 
systems operated by Stone & Webster, Inc., will shortly 
utilize these advertisements in their own traffic and 
good-will seeking activities. 


Park Anywhere--- 
Go and Come as You'Like 


You are not bound by a cat- 
alogue of rules when you ride 
your street cars. 


Nor does the comparatively un- 
important act of “getting there” 
demand much of your attention. 
Ride your street car. Forget all 
the petty details’ of traffic and 
“road etiquette.’’ Then you'll 
arrive at your destination with 
mind clear and ready to fill your 
mission. 


Ths company renders three vitsl It’s common sense! The actual 


ELECTRIC CURRENT, GAS and Saving will also show in your 
STREET CAR SERVICE 
personal bank balance. 
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Columbus Electric & Power Company 
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MODERN ILLUMINATION IS DAYLIGHT PLUS 


One of a Series of Six Prize-Winning 
Advertisements in Contest Con- 
ducted by Stone & Webster 
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Unusual Terminal Layout Facilitates 
3 Passenger Movement 


New Interurban Station of the Bamberger Electric Railroad and the Salt Lake & Utah 
Railroad at Salt Lake City Has Waiting Room on the Street Level and Train Platforms 
Underground—Separate Ramps Are Provided for Incoming and Outgoing Passengers 


HE new interurban station for electric railroads 

recently completed at Salt Lake City, Utah, is a 

good example of up-to-date terminal design from 
a traffic standpoint as well as being of pleasing appear- 
ance. Convenience and comfort have been effectively 
combined in its construction. 

This station is the terminus of the Bamberger Elec- 
tric Railroad and the Salt Lake & Utah Railroad, two 
interurban lines serving the territory adjacent to Salt 
Lake City. It is the outcome of the merging of the 
terminal interests of the two railways, and has been 
achieved after much effort on the part of former 
Governor Simon Bamberger and A. J. Orem, the respec- 
tive presidents of the two roads. 

The building is of reinforced concrete construction 
faced with gray vitrified brick.. It is Colonial in style 
and is three stories high. The use of the basement as 
a passenger concourse, however, has the effect of an 
extra story. 

The track level is 12 ft. below the sidewalk grade 
and is reached by carborundum finished ramps of easy 
inclination, as well as by stairways at both ends of the 
waiting room. In this story are situated the express 
and baggage accommodations, the trainmen’s com- 
fort station, and the mechanical equipment of the 
building. There is also a spacious concourse with 
outlet gates to the various train platforms and approxi- 
mately 12,000 ft. of floor space available for commercial 
purposes. 

The main waiting room is on the street level and is 
accessible directly from the sidewalk without steps 
or inclines of any sort. Its windows overlook the 
incoming and outgoing train yards. The station faces 
toward the north on South Temple Street. The entrance 
is at the east end of the waiting room because the 
major part of the railway patronage comes from that 


Combined Terminal of the Bamberger Electric Railroad 
and the Salt Lake & Utah Railroad 


direction. On the south side of the waiting room are 
the ramps leading to the track level. Directly in the 
line of passenger movement is situated the ticket office. 
Announcement boards occupy the wall opposite the 
entrance, where they can be seen at a glance by hurry- 
ing patrons. 

The principal exit from the waiting room is at the 
west end, directly opposite the ramp leading up from 
the incoming tracks. This movement is, therefore, 
entirely separate from the passenger movement in the 
other direction, which is at the east end. The separate 


‘and direct lanes of passage which are thus created 


for incoming and outgoing traffic tend to eliminate 
confusion and facilitate the movement of the crowds 
without congestion. These travel lanes, together with 
the designation of exits to trains and the one-way com- 
municating doors automatically guide the unfamiliar 
travelers along their way and without confusion. 

By virtue of a southerly exposure the waiting room 


The Waiting Room Is Two Stories in Height 
and Overlooks the Train Yards 


Separate Ramps Are Provided for Incoming 
and Outgoing Passengers 
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is brilliantly day lighted during the heavy traffic hours. 
The ceiling is two stories high, as shown in the accom- 
panying illustration. Convenient ladies’ retiring room 
and men’s smoking room are provided. The main wait- 
ing room is finished in imitation of Caen stone, with 
a marble travertine floor. The woodwork and roomy 
seats are of natural quartered oak. 

Adjoining the waiting room on the west is situated 
a modernly equipped kitchen and dining room, where 
excellent meals are served at popular prices. Here 
also are telephone and telegraph accommodations. Along 
the north side of the waiting room are several small 
stores catering to passengers as well as to the general 
public. Entrances to these stores from both waiting 
room and street are provided. A drug store occupies 
the corner location. A barber shop is located in the 
wing having street frontage on the east. Dining, lunch, 
news, refreshment, tobacco and drug concessions are 
under lease and are handled by the Walsh News Com- 
pany, of which John W. Walsh, a director of the 
Bamberger road, is the head. Additional stores occupy 
————— _— a—see the street front- 
i age on the east 


office || Side of the build- 


Shop 


dor from the 
waiting room or 
by a stairway 
from the track 
level for the 
convenience of 
trainmen. These 
occupy the west 
exposure over- 
looking the yard 
trackage. The 
second story, 
with the excep- 
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The Tracks Enter the Station 12 Ft. Below 
the Street Level 


tion of the offices of the traffic departments of the twe 
roads, and the area embracing the waiting room, is 
devoted to public office space. It is planned at some 
future time to have all the general offices of the two 
railroads located in the new building. 

The building was designed by Young & Hansen, 
architects of Salt Lake City, and the layout is said to 
be proving successful in all respects. Moreover, it lends 
itself admirably to many times the present traffic de- 
mand without crowding or confusion. 


Trolley Guides Issued in Portland 


HE Portland Railway, Light & Power Company of 

Portland, Me., has prepared for general distribu- 
tion to the public an edition of 40,000 trolley guides to 
city car lines in Portland. The routes of the cars in 
that city are indicated by letters on the dash signs. 
These letters are reproduced in the guide, with a state- 
ment of the route of the car and the time for leaving 
terminals scheduled for the first car and the last car 
of that route. 

The guides are given passengers on request and are 
supplied from ticket offices, agencies, information 
bureaus, hotels, ete. The guide has been found to be a 
business getter. 
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Employees Organization Begins 
Safety Campaign 


Kansas City Railways Will Direct Safety Activities 
Through Committees Developed by Employees’ 
Representation Plan—Investigation of All 
Accidents to Be a Feature 


NEW safety organization has been effected on the 

Kansas City Railways which is the first step 
toward what is hoped to be a widespread campaign for 
the prevention of accidents and of injuries to the 
general public. The company is beginning with its 
own men, training them to notice in every way how 
accidents occur and how they may be prevented, and to 
take steps to see that they do not recur. 

The organization of the employees’ “representation 
plan” described in ELECTRIC RAILWAY JOURNAL Jan. 12, 
1924, page 63, forms the nucleus for the safety organi- 
zation. By adding men in some departments and 
divisions an organization for handling the safety-first 
campaign was completed. Committees are definitely 
appointed on safety work, so as to have an explicit 
objective in this direction. 

The general manager of the company, F. G. Buffe, 
is the chairman of the central committee, which handles 
specific problems designated by him, and Egbert B. 
Sanders, publicity manager of the company, is the 
secretary. This central committee meets regularly 
every two weeks at stated times, receiving reports 
from division committees, from the general transporta- 
tion committee, or the general mechanical committee. 
It passes on suggestions for the installation of safe- 
guards where such suggestions cannot be handled 
directly by the division committee. It also studies and 
passes on all accident report records submitted by the 
division committees. If the suggestions are adopted 
they are acted on at once, while if rejected they are 
sent back to the division submitting them with reasons 
for the rejection. If the adoption of any suggestion 
seems imperative either the division superintendent or 
the department head will act upon it without waiting 
for a meeting of the central committee. 

The personnel of the division committees under the 
employees’ representation plan forms the next step in 
the safety committee organization. In the case of the 
transportation department and the general mechanical 
department, reports of the divisional committees would 
go through the general committee for these depart- 
ments before going to the central committee, whereas 
in the power plant, way and structures department, 
and electrical distribution the reports would go directly 
to the central committee. The number of persons serv- 
ing on these divisional committees is small, and except 
in a few instances the membership of the representa- 
tion plan committee was sufficient to carry on the 
safety work. 

Bach of these committees has two sub-committees 
appointed by its chairman; one to make inspection of 
its particular plant or division once every two weeks; 
the other to investigate every accident no matter of 
what nature, inquiring into every detail. These com- 
mittees meet regularly every two weeks at a stated 
time, so far as possible just previous to the meeting 
of the central committee. They pass on suggestions 
and recommendations for safety, which if approved are 
forwarded to the central safety committee. All mem- 


bers of these committees are expected to report all 
unsafe conditions in their departments and careless 
practices among fellow workmen; to look after new 
employees, showing them hazards to be avoided in their 
work, and to make definite reports to the central 
committee. 

It is planned that mass meetings of workmen will 
be held, possibly at the noon hour, for the purpose of 
hearing addresses by outsiders, possibly having also 
moving pictures and other features. 

The company has designed and constructed in the 
shops some new safety bulletin boards, which are elec- 
trically illuminated and will display bulletins furnished 
by the National Safety Council and by the company. 
These bulletins will be placed in all divisions of the 
company’s plant. The idea is to protect the men on 
the cars, in the shops, and on the tracks. Whenever 
an accident occurs, the result of an investigation on 
it will be placed on every bulletin board. A description 
of the accident will be given, how it occurred, what 
damage resulted and how the accident might have 
been avoided. 

A program for the safety organization and work was 
outlined by the Kansas City Safety Council, of which 
Julian Harvey is director. Mr. Harvey was connected 
with the Kansas City Railways several years ago when 
it undertook safety work, and is familiar with the 
company’s personnel and operations. 


‘Cheapest Taxi in the World” Featured 
in Boston Elevated Motion Pictures 


NDER the title “Boston in Motion,” a motion pic- 

ture film that was prepared for the Boston Elevated 
Railway has been exhibited this winter in some twenty- 
five movie houses in Greater Boston. After this theater 
showing, lasting about four weeks, the company made 
an arrangement for free street exhibits. An auto truck 
was arranged with screens on three sides so that the 
film could be seen by three groups of spectators at once, 
and the truck makes stops of fifteen minutes at dif- 
ferent points to show the film. These trips are made 
between 6 and 10:30 p.m. The number of persons 
watching the exhibit from the truck have at times been 
as many as 1,500. The purpose of the film is to make 
clear some of the more common causes of street traffic 
congestion and to point the way toward better service 
through the co-operation of car riders. 

The film opens with an explanation by a uniformed 
employee of the leading causes of. interrupted service, 
the camera showing a would-be car rider of the well 
set-up American business man type asking the reason 
for a gap in the car schedule. On the screen are shown 
animated diagrams of regular and irregular car move- 
ment on a complete surface route between a suburban 
terminal and one of the fast transit transfer stations, 
the effect of a truck breakdown on the street being 
clearly indicated. Overcrowding of following cars by 
the tendency of riders to try to board the first units 
following the tie-up is shown, with suggestions as to 
how passengers can help the service by distributing 
themselves more evenly among the accumulated units 
which follow a tie-up in close order. 

The traffic scenes are followed by a number of snow- 
fighting pictures, and it is pointed out that thirty snow- 
falls may cost the company a million dollars in clearing 
the streets for general service. How fires hold up roll- 
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ing stock movement is well indicated, and the film then 
gives the onlooker visual evidence of the delaying effect 
of drawbridge openings, of which Boston has about 100 
per day. Even a “two by four” tug, the film title states, 
will tie up the movement of rapid transit and surface 
traffic on important arteries of travel. Views of the 
company’s power station, tie-treating plant and con- 
struction yard are included, and the management points 
out that through its equipment the car rider in Greater 
Boston who pays 5 or 10 cents for his ride has “the 
cheapest taxi in the world.” The film ends with a pro- 
cession of employees of twenty-five or more years of 
service. 

The educational value of the film is considered by the 
management to be well worth its cost. 


Adjustable Fastening for 
Motorman’s Stool 


HE Connecticut Company, New Haven, Conn., found 
it desirable to fasten the motormen’s stools in posi- 
tion on the car platforms so that they could not be 
removed. 


A permanent fastening, however, had the 
objection of incon- 
venience to some 
motormen, as the 
stool’s location in re- 
lation to the control- 
ler and air brake 
valves would vary 
somewhat with the 
length of the oper- 
ator’s legs. The ad- 
justable fastening 
shown in the illus- 
tration has over- 
come this objection. 

A rod is fastened 
to one of the bottom 
cross-pieces of the 
stool. This is 
threaded so as to 
receive a nut. The fastening to the upright stanchion 
is by means of a short piece of pipe screwed into a tee 
in the stanchion. The end of the short pipe has a cap 
with a hole just large enough to receive the rod. By 
inserting the rod through the cap and fastening with 
a nut before the cap is screwed in position a fastening 
is provided so that the rod will slide in and out of 
the pipe but cannot be entirely removed, as the nut 
holds it when it comes up against the cap. With this 
fastening, the stool can be placed in any position con- 
venient for the operator, but it cannot be removed en- 
tirely from the platform. 


Fastening for Motorman’s Stool Pro- 
vides for Adjustment of Position 


Reversed Operation Prevents Accidents 


N A stretch of double track between the town of 

Lemoyne, Pa., and the bridge across the Sus- 
quehanna River to Harrisburg the Valley Railways has 
reversed the normal direction of operation. At this 
point the tracks are alongside an important highway 
with a steep grade. If operated according to the usual 
right-hand method, cars inbound to Harrisburg would 
be going down hill immediately adjacent to vehicles 
coming up hill on the state road. It is in order to elim- 
inate the possibility of collision that the direction of 
traffic on the two tracks has been reversed. Cars out- 
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bound from the city take the left-hand track going up 
hill alongside the vehicles bound in the same direction, 
while inbound cars take the inside track away from 
vehicular traffic. As this stretch of double track is only 
about half a mile long the cars soon get back to normal 
operation when the end of this turnout is reached. 


DNS 


if ? i 
The Readers forum | 


How the Plan to Publish Railway Bus 
Matter in “‘Journal’’ Is Viewed 


THE MILWAUKEE ELECTRIC RAILWAY & 
LIGHT COMPANY 


MILWAUKEE, WIS., Jan. 24, 1924. 


To the Editors: 

I am entirely in accord with the new policy of the 
ELECTRIC RAILWAY JOURNAL in publishing matter relat- 
ing to the motor bus. I have a feeling that the step 
was too long delayed. ' The motor bus has been an im- 
portant factor in urban and interurban transportation 
service for Several years. This transportation business 
cannot be properly, “journalized” by your paper or any 
other paper which ignores the motor bus except to be- 
wail the inroads it makes when left to competitors to 
use against the railway industry. The industry needs 
and will welcome information respecting this rapidly 
growing adjunct to organized and efficient transporta- 


tion service. S. B. Way, 
Vice-President and General Manager. 


MARKET STREET RAILWAY COMPANY 


SAN FRANCISCO, CAL., Jan. 23, 1924. 
To the Editors: 

In compliance with your telegraphic request of Jan. 
14, I take pleasure in expressing my agreement with 
your policy on publishing bus articles. I trust that the 
following paragraphs will make clear my views on this 
subject: 

The transportation of a maximum number of pas- 
sengers with a maximum degree of safety, convenience 
and comfort at a minimum fare is the aim of our in- 
dustry. This aim does not commit us eternally to the use 
of electricity, or to the use of any of the methods we 
now regard as orthodox; but for the immediate present 
and for a reasonable distance into the future it looks 
as though we shall find electricity our best motive 
power, in the main, and trolleys and tracks indispen- 
sable in the densely populated districts. However, it 
seems that in the interests of economy we may dispense - 
with tracks and even with electricity in the outlying 
districts and still remain faithful to our aim. 

Holding such views as I do, I cannot see how I could 
take exception to the ELECTRIC RAILWAY JOURNAL’S 
policy, editorially expressed, of devoting space to the 
operation of buses by electric railway companies as an 
auxiliary or feeder service. 

Before our industry had learned that buses could be 
used as allies I was opposed to the discussion of bus 
operation in the pages of the JOURNAL; however, now 
that we are finding that we can employ such auxiliaries, 
let us learn to do so most effectively. 

M. McCANrtTs, 


General Manager. 


February 2, 1924 
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Central Association in Annual Meeting 


Modernization Is the Most Promising Course for Interurbans—Design of 
Outdoor Substations, Use of Resistance Losses for Car Heating and 
Rules for Repair of Interchanged Freight Equipment Are 
Discussed—Summer Meeting to Be at Cedar Point, Ohio 


ONVENING in the capital city of 

the Hoosier State, on Jan. 24 and 25, 
the delegates to the annual meeting of 
the Central Electric Railway Associa- 
tion devot their time very largely 
to subjects of special interest to inter- 
urban railways. Important reports of 
committees on repair of freight cars 
while on foreign lines, and on insur- 
ance coverage, were interspersed with 
papers on engineering subjects and on 
the general economic prospect for the 
interurban. Papers by Dr. Thomas 
Conway, Jr., Prof. D. D. Ewing and 
B. W. Kerr are published elsewhere in 
this issue. 

In the absence of President J. P. 
Barnes, Vice-President Harry Reid 
presided. A proposal of the executive 
committee for the appointment of a 
special committee of seven members 
to be known as the policy committee 
was adopted by the association. The 
report of the secretary-treasurer was 
read and accepted. As shown by the 
report, the membership of the associa- 
tion on Dec. 31, 1923, was sixty-three 
interurban companies, operating 5,310 
miles of track; five city lines and two 
lake steamer lines. A supply mem- 
bership of 143 was reported. The work 
done during the year by the Central 
‘Electric Railway Accountants’ Associa- 
tion, Central Electric Railway Traffic 
Association, and Central Electric Rail- 
way Engineering Council were also 
summarized in the report. 


NEw OFFICERS OF C.E.R.A. 


A nominating committee consisting 
of C. L. Henry, S. D. Hutchins and W. 
S. Rodger proposed the following men 
for officers and members of the execu- 
tive committee for the ensuing year 
and their election followed: President, 
Harry Reid, president Interstate Public 
Service Company, Indianapolis; first 
vice-president, Frank R. Coates, New 
York; second vice-president, G. K. Jef- 
fries, Indianapolis. 

Executive committee: James P. 
Barnes, S. W. Greenland, Robert I. 
Todd, A. C. Blinn, H. A. Nicholl, C. 
N. Wilcoxon, W. S. Rodger, F. W. Coen, 
J. F. Collins, M. B. Lambert, James 
H. Drew and K. A. George. : 

As second vice-president, Mr. Jeffries 
is ex officio chairman of the Engineer- 
ing Council. - 

The new executive committee, meet- 
ing at the close of the session on 
Friday, decided to hold the summer 
meeting at Cedar Point, Ohio, on July 
10 and 11. ( 

C. B. Auel, Westinghouse Electric & 
Manufacturing Company, read a paper 


entitled “Efficiency and Common Sense,” 
in which he pointed out some of the 
general phases of our industrial and 
economic situation, emphasizing the 
importance of economy and conserva- 
tion. The importance of reforestation 
as a national problem of interest to all 
industries was urged by John Benham, 
vice-president, International Register 
Company, and he proposed the follow- 
ing resolution which was adopted by 
the association: 

Whereas the government of the United 
States has of recent years been giving in- 
creasing effort for the preservation of the 
forests of this country, and endeavoring so 
to regulate the timber cut as to conserve our 
lumber supply, it has also been engaged in 
an effort to reforestate the cut-over and 
other lands not well adapted for crop rais- 
ing, but of value for the creating of new 
forests. Now, therefore, 

Br Ir RwesotveD. That the members of 
the Central Electric Railway Association 
hereby express to the President of the 
United States and to their Senators and 
Representatives in Congress, their concern 
for the future lumber supply, and their deep 
interest in this great work, and that they 
look with favor on the work that has thus 
far been accomplished and urge the appro- 
priation of the needed funds that may be 
wisely and profitably used for the larger 
support and extension of this work so far 
as the appropriation can consistently be 
made. 

A written discussion of Mr. Auel’s 
paper, prepared by R. N. Graham, man- 
ager railways, Pennsylvania-Ohio Elec- 
tric Company, was read by R. Moses, 
assistant general superintendent of 
that property. Mr. Graham’s discus- 
sion dealt with the efficient operation 
of railway properties and brought out 
the passing of the old type “hardshell” 
railway operator. He mentioned clean 
and neat appearing cars and the elimi- 
nation of unnecessary manufacturing 
work in the shops as important fac- 
tors in a program of efficient railway 
operation. 

Further discussion by W.-S. Rodger, 
general traffic manager Detroit United 
Lines, dealt with the need for applying 
the principles of scientific management 
to railway operations, and with the 
value of ideas originating with the rank 
and file of the operating personnel. 

Dr. Conway prefaced his paper with a 
discussion of the potential possibilities 
of an adverse decision by the Interstate 
Commerce Commission on the applica- 
tion of Sec. 15-A of the transportation 
act to interurban railways, and urged 
every road to be represented at the 
hearing in Washington on March 19. 
His paper was discussed by C. N. Wil- 
coxon, president Chicago, Lake Shore 
& South Bend Railway, who mentioned 
past exploitation and bad engineering 
as the cause of some present railway 
difficulties. By modernizing their prop- 
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erty and equipment, and merchandising 
their service, he felt that many inter- 
urban railways could still obtain a place 
in the sun. 

In the absence of F. R. Coates, chair- 
man of the Engineering Council, A. 
Schlesinger, superintendent distribution 
and substations, Terre Haute, Indian- 
apolis & Eastern Traction Company, 
presided at the afternoon session. A 
report of the committee which was 
appointed to prepare a set of rules for 
the repair of interchanged freight cars 
was read by E. B. Gunn, superintendent 
and master mechanic of the Western 
Ohio Railway. The report was ac- 
cepted by the association for printing 
and distribution to the membership 
with a view toward obtaining additional 
suggestions and criticisms so as to 
enable a final set of rules to be pre- 
pared and adopted. 

On Friday morning Charles L. Henry, 
president Indianapolis & Cincinnati 
Traction Company and chairman of 
the committee on national relations 
of the American Electric Railway As- 
sociation, addressed the meeting on the 
many ways in which the electric rail- 
ways come in contact with the national 
government, and particularly on the 
importance of Sec. 15-A of the trans- 
portation act of 1920. This latter was 
treated quite fully in ELEcTRIC RAIL- 
WAY JOURNAL for Jan. 12, 1924, page 
73. Mr. Henry pointed out that in- 
terurban railways must report to the 
Interstate Commerce Commission on 
accidents. They were included in a 
partial way under the federal legisla- 
tion with respect to block signals, and 
they are affected by the hours of ser- 
vice act, the parcel post act, the general 
railway mail act, the safety appliance 
act, and the regulations for the trans- 
portation of explosives. All of these 
provisions, he said, are administered by 
the Interstate Commerce Commission. 

On the Sec. 15-A matter, known as 
the recapture clause, Mr. Henry em- 
phasized the necessity of each road 
appearing at the March 19 hearing and 
filing its own brief. He called attention 
to a brief prepared by Judge Bradley 
for the Chicago, North Shore & Milwau- 
kee Railroad as a test case, which he 
said gives a very complete presentation 
of the electric railways’ position. 

The future of the electric railway 
industry from the viewpoint of an 
outsider was discussed by W. L. Taylor, 
prominent attorney of Indiana and vice- 
president of the Fort Wayne & North- 
western Railway Company. The awak- 
ening of the railroads to a realization 
that application of the police power 
largely annulled the protection afforded 
by franchises has resulted, Mr. Taylor 
stated, in an increasing conviction on 
the part of railway managements that 
service and rates are the primary fac- 
tors which control railway success. 

Summarizing the general status of 
the transportation industry, Mr. Taylor 
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sounded a note of optimism, and divided 
the situation into three general phases 
as follows: (1) The period of steam 
railway construction has been com- 
pleted and very little additional mileage 
will be built in the future. (2) Very 
little electric main-line construction 
will be carried on, but roads now built 
will be extended and expanded. Elec- 
tric railway business may be safely 
expected to expand materially as busi- 
ness and population continue to in- 
crease. (3) The interurban roads are 
gradually beginning to go after all 
kinds of business including not only 
freight but also electric light and 
power. With the passing of the small 
town electric plant, service should be 
taken from large central’ stations and 
transmitted over railway power lines to 
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the small communities along the rail 
routes. 

A report of the committee on insur- 
ance was presented by F. D. Norviel, 
general passenger and freight agent, 
Union Traction Company of Indiana. 
It provides the basis for working out 
uniform practices for the insurance of 
equipment, to facilitate settlements for 
damages to cars on foreign roads. The 
report was accepted by the association 
and the committee continued. 

At the dinner on Thursday night, 
former Governor Cox of Ohio was the 
guest of honor and speaker of the eve- 
ning. Several reels of very interesting 
pictures depicting the latest develop- 
ments in aircraft were shown at the 
dinner by special arrangement with 
the War Department. 


Considerations in Design of Outdoor 


Substations* 
By B. W. KERR 


President Railway & Industrial Engineering Company, Greensburg, Pa. 


UTDOOR substations today are 

the recognized type, and only 
under exceptional circumstances, or to 
meet a very special requirement, is a 
transformer substation housed in a 
building of any kind. Rotating ma- 
chinery, such as converters and regu- 
lators, requires a building or shelter, 
anu the sensitive equipment of an auto- 
matic substation still more requires this 
protection from the elements. 

On the other hand, stationary 
transformers, oil circuit breakers, 
lightning arresters and apparatus of 
this type are sufficiently protected by 
their regular housings. The addition 
of a building doubles the hazard by 
earrying the conductors through the 
walls in addition to carrying them 
through the housing of the apparatus. 
The higher voltages also require such 
a spacing between conductors and to 
ground that the cost of a _ building 
would be prohibitive. 

Outdoor substations can be divided 
into two general classes. The first, or 


_ *Abstract of a paper presented before 
Central Electric Railway Association at In- 
dianapolis, Jan. 24, 1924. 


At Left, Portable Substation of the Public Utilities Company, Evansville, Ind., Showing Outdoor Equipment. 
Substation of the Scranton & Binghamton Traction Company, Showing Service Connections 


switching stations are those handling 
a multiplicity of incoming or outgoing 
lines together with one or more sets 
of transformers. The second are sta- 
tions designed and intended for one 
specific predetermined load, such as a 
portable substation or one for a coal 
mine, and which probably do not re- 
quire any arrangements or plans for 
expansion. 

The particular purpose stations are 
as a rule simple and little need be 
said about them. Usually they con- 
sist of a transformer bank fed by one, 
or possibly two, incoming high-voltage 
lines. The high-voltage side is ordi- 
narily protected by a lightning arrester 
and provided with the proper switch- 
ing apparatus for disconnecting the 
transformers from the line. It also is 
desirable to provide an automatic 
means for opening the circuit and pro- 


tecting the system in case of trouble- 


in the transformer bank. This may 
consist of an automatic oil circuit 
breaker, an automatic air-break switch, 
or a combination of switch and fuse. 
If more than one incoming line is 
used there must be switching arrange- 
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ments whereby the transformer bank 
may be transferred from one line to 
another when desired. The low-voltage 
side should in all cases be supplied 
with an automatic circuit breaker. Any 
desired metering equipment should be 
provided either in a cabinet at the 
station or in the mine, mill, or factory 


building ‘which is being supplied with - 


power. 

It is in the design of stations of the 
switching type that engineering prob- 
lems are met. Many a station is de- 
signed which is cramped, prevents ex- 
pansion and “introduces unnecessary 
hazards, or on the other hand, the de- 
sign may be too extravagant. Stand- 
ardization of structures has been given 
much careful thought, but little 
progress has been made. Variations 
that enter into the design are’ those 
due to available space; topographic, 
climatic or geological mditions ; 
capacity; voltage; strains due to in- 
coming wires; type of equipment, and 
individual preferences of engineers. 

In general these stations are built of 
steel and are of two main types, the 
fabricated or the heavy member type. 
Each has its advantages and disad- 
vantages. 

The fabricated type usually costs 
more per pound but its total weight 
can be made considerably less. It is 
stiffer and less liable to deformation 
if properly designed. Long spans are 
more practical, which is extremely im- 
portant in considering high voltages. 
If the station’s location is such as to 
require trucking at destination, the 
fabricated type bolted in the field is 
desirable because the component parts . 
can be shipped in convenient sized 
bundles. 

The heavy member type has the ad- 
vantage of fewer pieces to handle and 
consequently greater ease in erection. 
Its cost will probably be greater, be- 
cause the steel is not so advantageously 
used. It may introduce serious diffi- 
culties in handling at destination, par- 
ticularly if a railroad siding is not 
adjacent to the substation site. The 
foundations are simpler as a rule with 
this type than with the fabricated type. 
The sag in horizontal members will, 
however, probably be greater and the 
spans are more limited in length. 


At Right, a Portable 


_ justments 


February 2, 1924 
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Another phase to be given considera- 
tion is whether the station is to be gal- 
vanized or painted. If a station is to 
be galvanized there should be no 
riveted joints. The best practice de- 
mands that all pieces should be sepa- 
rate and bolted together. This makes 


- the structure dependent for stiffness 


on the care exercised in drawing up 
these bolts. 

Painted structures, on the other 
hand, lend themselves to shop riveting 
of trusses, gusset plates and the like. 
The variation in cost between a gal- 
vanized and painted structure for the 
steel alone will be in the neighbor- 


-hood of 25 per cent. 


Consideration must always be given 
to the location of the operating 
handles of the switching apparatus, 
and to the clearances required by inter- 
connecting rods. Too frequently these 
are not considered until the design is 
complete or even until the station is 
built. The controls are always a di- 
vided responsibility unless the manu- 
facturer is responsible for both steel 
structure and apparatus. He is under 
a severe handicap in furnishing con- 
trols to fit a structure designed by the 
power company unless he has full de- 
tails of the steel. Even then it is 
necessary to furnish information to 
the fabricator regarding the various 
holes required to mount, not so much 
the apparatus itself, as the guide 
plates, bell cranks, and locking devices 
required for successful switch opera- 
tion. If the station is to be galvan- 
ized no field drilling of members should 
be allowed. 

Proper clearances between wires and 
to ground and the proper relative loca- 
tions of the various circuits will serve 
greatly in protection of the station 
and system from disturbances. 

_My viewpoint, of course, in this -dis- 
cussion is that of the manufacturer, 
but of the manufacturer who keenly 
feels the needs of the operator. Too 
frequently the operator purchases his 
transformers, oil circuit breakers and 
the like, figuring they are the long 
delivery items, and postpones closing 
for the substation and outdoor switch- 
ing apparatus until the last minute. 
The result is that not enough time is 
given to the problem thoroughly to 
digest it. ; 

In erecting the air-break switching 
and protective apparatus, give the 
same careful’ supervision to it you 
would give to oil cireuit breakers and 
indoor substation apparatus. Do not 
think that because it is outdoor ap- 
paratus it can be erected and adjusted 
by a lineman. Regardless of whose ap- 
paratus you buy, adjustments are 
necessary and a man to make these ad- 
needs more qualifications 
than the ability to use a pair of spurs 
and change an insulator. 

Keep in mind the final appearance 
of the completed station. In these days 
of customer stockholders, the proper- 
ties are given a more careful scrutiny 
in passing. Neatness of wiring, sym- 
metry of arrangement and main- 
tenance of structure and grounds are 
essential in an outdoor substation, as 
it is open to public gaze. A good-look- 
ing building can house a’ multitude of 
sins, but a wire fence requires a clear 
conscience. 


Possibility of Utilizing Grid Losses 
for Heating* 


By D. D. Ewinec 


Professor of Hlectric Railway Engineering, 
Purdue University, Lafayette, Ind. 


HE question of how to reduce the 

amount of electric energy consumed 
by car heaters has come to me a 
number of times within the past few 
years. By properly designing the 
heating system of the car, by proper 
heat insulation of the car body, by 
eareful operation, and by the use of 
aut@matic heater control, we can avoid 
waste of energy in heating a ear. 
With these items correctly taken care 
of, the only additional possibility of 
saving heating energy is in making 
use of energy that is now going to 
waste. 

The most obvious source of waste 
energy is the grid resistance loss, and 
railway men have from time to time 
proposed using this energy for heating 
purposes. In looking over my files for 
published data on the magnitude of 
these losses, however, I find very little 
information of value. In most cases 
where one finds anything at all the grid 
losses have been figured from typical 
speed-time curves, and while they are 
of some interest in indicating minimum 
limits they do not give as accurate a 
view of actual operating conditions as 
one might wish. 

In most handbooks and railway trea- 
tises, the grid losses are taken into 
account by making an estimate of the 
average motor efficiency during the 
“notching up” portion of the accelera- 
tion period. In a theoretical analysis of 
the various losses occurring in car 
operation, M. V. Ayres, in the ELEc- 
TRIG RAILWAY JOURNAL for Aug. 21, 


1909, estimated that the grid losses for 
a 41-ton interurban car amounted to 
0.157 kw.-hr. per start. N. W. Storer, 
in the ELECTRIC RAILWAY JOURNAL for 
Feb. 6, 1915, says that in ordinary city 
service the rheostat losses range from 
“12 to 20 per cent of the total energy 
used.” 

Certainly the most exhaustive treat- 
ment of the subject that I was able to 
find in an extensive search through my 
technical information files is an article 
contained in the ELECTRIC RAILWAY 
JOURNAL for Aug. 17, 1918. In this 
article certain tests made on a wooden 
car, 47 ft. long by 8 ft. 7 in. wide, used 
in elevated service in New York, are 
described. The conclusions were that 
in this service the grids furnished about 
one-third of the heat necessary for 
the car. 

The objections to the use of grids for 
heating may be briefly summarized: 

1. The amount of heat available is 
not controllable, but depends on the 
service and efficiency of the motorman. 

2 The heat is supplied intermittently. 

3. The cost of making the grid loss 
energy available for heating is greater 
than the resulting saving in energy. 

Relative to the first of these objec- 
tions, it is of interest to note that the 
more efficient the motorman the lower 
will be the grid loss. The second objec- 
tion indicates the need of an additional 
thermostatically controlled heating sys- 
tem. As to the third objection, it may 
be pointed out that in the modern safety 
car only one small grid bank is used. 
It would seem that by the proper loca- 
tion of this bank the heat generated 
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the car instead of being dissipated 
under the platform. It might also be 
mentioned that the grids commonly 
used are designed as railway grids 
always have been designed, viz., to run 
cool. 

With the great improvements in 
resistor units for electric heaters now 
available, it seems that it might be 
possible to use much smaller resistors 
operating at high temperatures for 
grid resistances, particularly on the 
safety cars. Such grid banks would be 
much smaller even than those now used 
and would be much more efficient as 
heating units. 

With the idea of getting some test 
data on grid losses, I started two or 
‘ three years ago to measure the grid 
losses of all cars on which I had occa- 
sion to make energy consumption tests. 
These tests are briefly summarized in 
the accompanying tables. 


DATA IN TABLES EXPLAINED 


Some data relative to the heating 
requirements of cars are shown in 
Table I. The first two columns were 
abstracted from the American Hand- 
book and the last column has been com- 
puted on the basis of a schedule speed 
of 10 m.p.h. 

A common allowance for heating pur- 
poses is 4 or 5 watts per cubic foot of 
ear body volume. Another common 
estimate is that ten persons will emit 
as much heat as a 1-kw. heater. 

Table II sets forth some general data 
relative to the cars tested, while in 
Table III the grid and heater losses are 
expressed in percentages of the input 
to the motor circuits. The input to the 
motor circuits is the sum of the power 
actually used by the motors and the 
grid losses. It will be noted that the 
heaters require from two to ten times 
the energy lost in the grids. 

Table IV sets forth the test data in 
greater detail. It will be noted that the 
grid loss per start ranges from 0.0133 
kw.-hr. for one of the safety car tests 
to 0.261 kw.-hr. for the small interurban 
car. In passing, it is worth while to 
note the very high energy consumption 
of the safety car in Test No. 7. The 
brakes on this car had just been ad- 
justed and it was found that they did 
not completely release. This test em- 
phasizes the need of care in taking up 
brake rigging slack. 

As the car in Test No. 3 carried only 
a few passengers and was run at low 
schedule speed, the figure 0.0133 kw.-hr. 
per start is very low. Tests 5 and 6 
gave values more nearly in accord with 
what might be expected in ordinary 
service. In these two tests the grid 
loss ranges from one-fifth to about one- 
fourth of the heater energy. 

If 0.2 kw.-hr. per car-mile be con- 
sidered a fair average for grid losses 
on safety cars, on the basis of an aver- 
age car operation of 100 miles per day 
and a heat requirement of 200 days 
per year, the grid energy loss would be 
4,000 kw.-hr. At as low a figure as 
2 cents per kilowatt-hour at the car 
this energy would amount to $80 per 
season per car. This amount capitalized 
at 20 per cent is $400, and is the amount 
that could be invested in the construc- 
tion of devices which would enable the 
grid losses to be utilized. In this esti- 
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mate it is believed that the car-miles 
per day is conservatively low and that 
the depreciation allowed in the 20 per 
cent is ample. 

It is probable that the investment 
necessary to utilize the grid losses 
would be less than $100 per car and, 
therefore, it would seem that for single- 
truck safety cars grid loss utilization 
would be profitable. It should be 
pointed out, however, that thermostatic 
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control of heaters would be necessary 
if actual savings are to be realized. 
Even with thermostatic control there 
would be little saving in very severe 
weather, because at low temperatures 
the heater capacity in safety cars is 
such that the thermostats do not cut 
cut the heater circuits. In mild weather, - 


however, there would be some saving in _ 


energy and in severe weather the cars 
would be warmer. 


Outlook for Interurbans Stated* 


Many Difficulties Beset Interurban Railways, but There Is Good Prospect 
for The’r Future Success if Aggressive Management Provides 
Modern, Attractive Equipment and Then Sells the Service 


By THOMAS CONWAY, JR. 
President Chicago, Aurora & Elgin Railroad and Professor of Finance, 
University of Pennsylvania ° 


ROM a financial point of view, the 

interurban roads as a group are 
in a more critical situation than the 
city properties. Increased operating 
costs, coupled with the inroads which 
the private automobile and motorbus 
have made upon the traffic of the inter- 
urban lines, have undermined the credit 
of these carriers and threatened their 
ability to exist. 

When we recall that a large propor- 
tion of the interurban mileage in this 
country was built before an opportunity 
had been afforded accurately to esti- 
mate the amount of business which 
could be commanded; when we remem- 
ber that a large proportion of the in- 
terurban mileage was unable to earn a 
fair return on the capital invested even 
in pre-war and pre-automobile days; 
when we take into account the tre- 
mendous increase in the cost of labor 
and materials which has occurred in the 
last decade and give consideration to 
the reduction in business which the 
privately owned automobile and the 
motorbus have caused, we can readily 
understand why the interurban rail- 
ways have come to such a grave pass 


and why many observers feel that a, 


substantial part of the interurban mile- 
age at present in operation will be 
junked during the next decade, unless 
the owners of the interurban properties 
and the public served bestir themselves 
to revamp the entire situation. 
Prolonged and extended study of the 
interurban situation in various parts of 
the country, as the technical adviser of 
various bondholders’ protective com- 
mittees, has led me to the conclusion 
that there are three factors which, 
singly or together, will determine the 
future of most of our interurban lines. 
The first factor is the extent to which 
public co-operation is afforded. Unfor- 
tunately in many localities the public 
had come to look upon the interuban as 
a source of great profit and in some in- 
stances as an engine for public exploita- 
tion. The events of the last few years 
have largely dispelled this delusion, es- 
pecially where company officials have 
given proper attention to the matter of 
constructive publicity. If the interur- 
ban can survive during the period of 
time required to make’ the public under- 


*Abstract of paper presented before Cen- 
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stand the economies of the situation, I 
am confident that the activities of the 
motorbus will be curbed so that instead 
of being instrumental in the destruction 
of the interurban, the motorbus will 
eventually serve as a valuable feeder or 
auxiliary. 

The second factor in the problem con- 
cerns the willingness of the owners of 
our interurban properties to face the 
stern realities of the~present situation. 
The rank and file of our interurban 
companies are operating heavy, expen- 
sive, antiquated equipment which was 
constructed in the era of imitation of 
the steam carriers. Unless a substan- 
tial proportion of our interurbans are 
willing to displace obsolete equipment, 
substituting therefor modern, eco- 
nomical, comfortable, attractive equip- 
ment, I am afraid that the mortality 
among interurban companies will be 
tremendous. There are many localities 
where the public would prefer the 
modern motorbus to the antiquated in- 
terurban car now in service. Protection 
from cut-throat motorbus competition 
can scarcely be secured and retained 
unless the interurban is willing to keep 
step with the march of progress and in- 
stall modern equipment and in other 
ways improve the attractiveness of its 
service and secure every possible 
economy in operation. 

The third factor in the equation con- 
cerns the willingness and ability of in- 
terurban properties to sell their service, 
thereby reattracting traffic which has 
been lost in the recent past and creat- 
ing traffic which the interurban has 
never heretofore enjoyed. As Britton 
I. Budd, president American Electric 
Railway Association, has aptly said in 
a recent interview, the interurbans 
must “modernize and merchandise” if 
they are to succeed. 

To my mind, the interurbans of the 
country divide themselves into three 
main groups, in so far as the problem 
of increasing taffic and reducing op- 
erating costs is concerned. The first 
group is made up of what I would term 
local interurban lines, which would in- 
clude interurbans connecting some 
‘particular city with one or more 
smaller towns, and depending, to a 


. large extent, upon the local business of 


the rural districts contiguous to the 
line. Obviously this group includes the 
major portion of the interurban proper- 


‘ties of the country. 
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They are essen- 
tially local carriers. A number of such 
carriers within recent months have pur- 
chased lighter weight interurban cars 
for single-car operation, running them 
on a more frequent schedule. This has 
ordinarily reduced the ravages of bus- 
line competition and increased the 
volume of traffic. 

The financial salvation of what I have 
termed local interurbans depends pri- 
marily upon the reduction of operating 


costs, making possible the operation of | 


more frequent service, which in turn, 
under most conditions, will tend to in- 
crease the volume of business handled. 
On such properties there is not suffi- 
cient business to warrant the service 
already given, much less train opera- 
tion. 

In the second group of interurbans 
are those which by location and 
physical characteristics handle a large 
volume of through business between 
terminal cities of substantial size. The 
number of electric railway lines so 
situated is much smaller than the num- 
ber of purely local interurbans. There 
are, however, a substantial number of 
properties which operate between cities 
of approximately 100,000 population or 


‘more, sufficiently near each other to 


engender a substantial amount of inter- 
city business. A large percentage of 
the interurbans of this type are handi- 
capped by physical defects which in 


_ some cases are so serious as to render 
_ abortive the efforts of the management 


to command a substantial volume of 
through business. 

In my judgment, the traffic of the 
through interurban lines connecting 
cities of substantial size could be much 
increased in most cases if it were possi- 
ble to operate still faster schedules than 
those which now prevail. The Ameri- 
can public puts a premium upon speed. 
The automobile has raised the require- 
ments of the public as regards speed. 
Where the characteristics of the inter- 
urban ‘are such that it is possible to 
make a journey in the same or less time 
by automobile, the interurban is, in most 
cases, doomed to extinction. Where, on 
the other hand, the physical character- 
istics of: the interurban are such that it 
can make the run between the terminal 
cities in substantially less time than it 
is possible so to do with an automobile, 
the interurban is strongly intrenched 
and will suffer much less from the 


effects of private automobiles than 


would be the case under other circum- 
stances. Other things being equal, the 
public will patronize the carrier mak- 
ing the fastest time without incurring 
unusual accident hazards. 

The premium which the public puts 
upon speed is clearly evidenced by the 
recent tendencies in the steam railroad 
field. A few years ago, the number of 
extra fare trains was comparatively 


small and they handled but a fraction 


of the total long distance business. At 
the present time, the major part of the 
through business is handled upon extra 
fare trains. The public will willingly 
pay a dollar an hour to reduce the 
tedium of the journey and to enjoy the 
comforts and, conveniences afforded on 
extra fare trains. While extra fare 


_trains are out of the question on prac- 


tically all of our interurbans, the lesson 
which is so clearly contained in the re- 


factory 
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cent tendencies of steam railroad travel 
should not be lost upon us. 

If an interurban line is built upon 
private right of way, so that the ever 
growing volume of vehicular traffic 
along the main highways will not force 
a slowing down of schedules for 
through trains, it will follow that the 
advantage of the interurban as com- 
pared with the motor bus will, in most 
cases, steadily increase as time goes on. 
The rapid increase in the number of 
automobiles upon our main highways is 
slowing down the speed which the auto- 
mobile driver can safely make along 
such highways. This will inevitably 
mean that the running time between 
terminals of motorbus routes connect- 
ing important centers of population will 
steadily increase to the direct advan- 
tage of the fortunately situated inter- 
urban line. Under present conditions 
it is impossible with safety to make an 
average speed of much over 30 miles 
per hour upon congested main high- 
ways such as connect large centers of 
population within 30 to 50 miles of 
each other. If the interurban line can 
safely-make a schedule of 40 miles or 
more per hour outside the limits of 
built-up city areas, it enjoys a great 
advantage over the motorbus. 

I am satisfied that a careful study of 
the possibilities of many through inter- 
urban lines connecting important ter- 
minal cities will show that their owners 
could profitably modernize these prop- 
erties by a progressive series of steps 
involving the relocation of portions of 
the trackage necessary to attain the 
required schedule speed, and by pur- 
chasing modern equipment, in the de- 
sign of which satisfactory riding qual- 
ities, comfort and attractive appearance 
are not sacrificed to the current fetish 
of extreme lightness in weight. Indeed 
I believe that many of the interurban 
lines of the type just described, which 
are now making very unsatisfactory 
financial showings could be turned into 
dividend payers within a reasonable 
period of time if the means could be 
found to modernize the properties and 
if the extent of such modernization is 
not so great as to involve the practical 
reconstruction of a large part of the 
property. 

The factor of good entrances into 
terminal cities is a most important 
element of the problem. Increasing 
street congestion is most serious to the 
interurban line, for it increases the time 
required to enter terminal cities. This 
is so serious a handicap in many cases 
as to preclude the effective development 
of a large volume of through intercity 
business. The street congestion in 
many cities, however, has become, or 
will shortly become, so serious that I 
think it is entirely probable that the 
next decade will see the construction of 
subway lines in the central business 
districts of many of our larger cities, 
which may be used alike by surface 
and interurban cars. 

The third group of interurbans, to 
my mind, are those properties whose 
physical characteristics pertain partly 
to each of the two groups previously 
described. Such properties really have 
two classes of business. Under most 
conditions it is idle to endeavor to de- 
sign equipment which would be satis- 
in both classes of service. 
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Equipment designed for high speed 
through service must necessarily be 
heavy and with a high gear ratio, which 
makes it uneconomical in local service. 
With two distinct classes of business, 
the proper policy is to have two dis- 
tinct classes of equipment, each suit- 
able for the type of service in which it 
is used, 

In conclusion, it seems to me that 
the lesson of the immediate past is the 
necessity for a careful study of each 
situation rather than the application of 
general formule to all properties re- 
gardless of whether or not they may fit. 
To stand still is to invite almost cer- 
tain defeat. The investment of new 
capital should be contemplated only 
after a most thorough study of the en- 
tire problem. In many eases the situa- 
tion is such that the investment of any 
substantial amount of capital could not 
be recommended by prudent men, but 
generally the road to success clearly 
lies in modernizing the properties and 
merchandising their service, without 
which the present investment is of 
little present or potential value. 


Electric Railways Should 


Operate Trucks* 
By F. W. Watts 


General Express Agent, 

New York State Railways, Utica ; 

HE time has passed when we can 

ignore the existence of unregulated 
motor trucks and their disastrous effect 
on our express and freight business. 
We must take active and immediate 
steps to combat this unfair competition. 

During the past ten years the terri- 
tory served by the express department 
of the New York State Railways, sit- 
uated in the Mohawk Valley .from 
Syracuse to Little Falls, has had a 
gratifying growth in population, indus- 
try and wealth, but the revenue and 
tonnage of our express and freight busi- 
ness has not kept pace with this growth. 
Only by rigid economies in operation 
and an express service at fair rates 
have we been able to hold our own, and 
many months have shown an actual 
loss over the year before. In the face 
of such conditions can we view un- 
regulated motor trucks with anything 
but alarm? 

On the one hand is the street railway 
company subject to the provisions of 
its franchise, to the rules and regula- 
tions of the public service commissions, 
paying in many instances enormous 
municipal, state and federal taxes, filing 
copies of tariffs subject to the approval 
of the commission, responsible for dam- 
age and losses, maintaining a uniform 
and punctual service, as efficient in 
torrid August as in the snows of 
January. 

On the other hand is the unregulated 
motor truck engaged in transportation 
work. Its owner is hampered by noth- 
ing save traffic regulations. His rates 
are on one scale today, another tomor- 
row, if, indeed, there is any assurance 
that he will be on hand tomorrow. If 


*Abstract of a paper presented at the Mid- 
winter Meeting of New York Electric Rail- 
way Association, New York, Jan. 24, 1924. 
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the roads are impassable by mud or 
snows the business is left for the elec- 
tric line, throwing a peak load for a 
few months of the year on a force and 
equipment adequate for only half the 
tonnage. If the consignee is located 
in a remote part of the village or city, 
perhaps on a hill entailing a long, hard 
trip for the truck, the operator decides 
he does not want the business, and it 
is left for the electric. It may be that 
the electric does not want it either, but 
under its regulations it is compelled to 
accept all business. 

The truck operator may claim to be 
responsible for losses and damage to 
goods in transit, but the actual process 
of collection from him for such items 
is a difficult and often impossible task. 
Often he has no fixed headquarters and 
no permanent records, but cruises about 
like a taxi driver competing with others 
of his kind for enough freight to fill 
his load. Instead of regulating his 
rates to insure a profit, he is likely to 
run his truck at a loss, resulting in 
bankruptcy and a trail of debts. Then 
another, carried away by the truck 
salesman’s tale of big profits, takes his 
place. There is also the unscrupulous 
free lance who charges exorbitant rates 
for small packages and fills the rest 
of his load with freight at less than 
steam railway rates. 

There is a brighter side to this motor 
truck business in the case of the opera- 
tors, unhappily few, who conduct their 
business with fair rates, adequate serv- 
ice and equipment and ample responsi- 
bility. They perform a genuine service 
te the business community and demon- 
strate in themselves that the motor 
truck business can be conducted along 
ethical and profitable lines. 


StToRE Door DELIVERY DESIRED 


A survey of the wholesale houses, 
manufacturers and other large shippers 
brings out the fact that these shippers 
much prefer to handle their express 
and freight by the electric railway car- 
riers, but since the consignees pay the 
freight, they have the privilege of 
choosing the medium of transportation. 
These consignees, small merchants and 
manufacturers, usually specify the 
truck, because of the store door de- 
livery, cheap rates and the daily solici- 
tation of the truck drivers. 

To meet this demand, the electric 
railways should be prepared to supple- 
ment their present service with trucks, 
and if they do so they should be willing 
te submit to reasonable regulations by 
the Public Service Commission, since 
naturally our competitors would be sub- 
ject to the same restrictions and rules. 
We are confident on this basis we can 
get the lion’s share of this business that 
now escapes us. This is no counsel of 
despair or a last resort. It is a com- 
mon sense recognition of a situation 
that has got beyond the discussion 
stage and demands action. 

The entrance of electric railways into 
the general trucking business will un- 
doubtedly precipitate a demand for 
regulation by the commissions. In other 
words, we will use these unscrupulous 
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competitors to bring about the result we 
desire, and when regulation does come, 
we shall be so firmly intrenched in our 
territory that the regulations will only 
the more solidify our position. 

It is an old military axiom, “The 
best defense is an attack.” I cannot 
but believe that carrying this war into 
the enemy’s territory will eventually 
result in the recapture of this great 
and growing business. 


Determining Service from 
Daily Operating Statisties* 
By A. L. HopcGEs 


Assistant Secretary and Assistant Treasurer, 
Brooklyn City Railroad 

N NO city, whether it be Brooklyn, 

Oshkosh or Kalamazoo, is the riding 
habit of railway patrons constant from 
day to day. There is a fluctuation, 
which it is the manager’s duty to 
anticipate. 

We must endeavor to outguess our 
patrons because there is not one of 
them who tell us when he is taking 
his family to the theater or when his 
club is going to a prize fight and that 
they will go and return at definite times 
and on certain lines. No indeed, they 
expect to go and come as they choose 
and demand that the service be there 
for them. And there is no “ready to 
serve” charge in the railway business 
either. 

In order to keep thoroughly posted 
as to the riding habits of our customers 
in Brooklyn, we have adopted methods 
of keeping daily, monthly and periodic 


checks of earnings, costs, mileage and. 


passengers carried. Each night, shortly 
after midnight, the night depot master 
checks up his conductor’s run lists for 
every line, striking a total of the re- 
ceipts reported by individual conductors. 
He also totals the time-table costs for 
each line operating from his depot, 
taking into consideration overtime and 
other changes. 

These cost figures the depot master 
enters in his log book together with the 
explanation for the increase or decrease. 
He then telephones the figures to head- 
quarters, where they are entered on a 
printed form showing lines, revenue 
and time-table costs for each, a total 
of sixty-seven lines from our thirteen 
depots. Several copies of this tabula- 
tion are made and are on, the desks of 
each operating official for his perusal 
when he arrives at the office the fol- 
lowing morning. 

The figures arriving in our ‘general 


manager’s office are immediately entered - 


on graphic charts which show the daily 
performance of each line for the cur- 
rent month. At the end of each fifteen- 
day period an operating ratio is deter- 
mined by averaging the daily proportion 
of time-table costs to receipts and this 
fifteen-day ratio is also shown on this 
chart. 

The preliminary figures from which 
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these charts are made are also kept in 
cumulative form so that immediately 


after the close of each month we have | 
the total monthly receipts, time-table | 
This enables us to |} 
secure a preliminary “receipts per car | 


cost and mileage. 


mile.” In checking these figures with 


the accounting department’s final fig- | 


ures we have found them to be within 
3 to 1 per cent correct, so we have 


no hesitancy in using them for a basis 


of traffic study. 
A careful study of the charts, ‘com- 
paring them with the previous month’s 


charts, as well as those for the same | 
month of the previous year, enables | 
the manager to order an increase or de- >| 
crease in service to fit conditions as | 


determined. This has been the means 
of saving many thousands of dollars. 
An increase in service is ordered when 


it is shown that a steady increase in “i 


riding is not being properly taken care 
of. Temporary changes are made by 


two days after the discrepancy is noted 
by the manager. 


In the event that these preliminary Wl 


changes do not correct the service re- 


quirements and the line continues to — 


fall off or build up*to an unexplained 
degree we immediately call for what 
we term a cross-section check. This 
check is taken by men trained in traffic 
counting. If a line is forty-five minutes 
long, that is the running time between 
terminals, we station several men along 
this route about equal distances from 
each other. These men keep a record 
of each car passing them in each direc- 
tion and the number of passengers on 
the car. Such’ checks are made in 
eighteen-hour periods, checkers work- 
ing in two shifts of nine hours each. 
The records come in to headquarters 
and are tabulated in fifteen-minute 
periods and the tabulation from each 
checking point is totalled. This auto- 
matically determines 
leading point, as well as the falling off 
in the number of passengers to be 
handled at the other checking points. 
The information is then plotted on a 
curve to indicate the’ heaviest point of 
riding, in each direction, as well as the 
relationship of the other points checked 
to this maximum point. 

It would indeed be folly for a rail- 
road manager to attempt to run 100 per 
cent service from one end of a line to 
the other when checks plainly show that 
the patronage builds up from 20 per 
cent at one terminal and from approxi- 
mately 25 per cent at the other ter- 
minal. Some of the longer lines in 
Brooklyn have six and eight cut-back 
or short-line points, showing to what 
extent we have gone in’ taking care of 
our “short rider.” 

Traffic studies are takén on each line 
on an average of once in ninety days 
and careful consideration is given them 
by the management to determine just 
how the service as furnished fits each 
line. ,[See ELEcTRIC RAILWAY JOURNAL 
Dec. 30, 1922, page 1001, for complete 
details of these traffic methods.] 


patching the operating schedule and |} 
can usually be placed in effect one or | | 


the maximum | 
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National Safety Council and Safety 


Engineers Meet 


[OINT sessions of the engineering 
section of the National Safety Coun- 
cil and the American Society of Safety 
Engineers were held in the Engineering 
Societies Building in New York City 
on Jan. 22. The general topic for the 
-morning session was handling material, 
and for the afternoon session welding 
and cutting. Some of the points 
brought out in regard to safeguarding 
welding and cutting operations are of 
interest to electric railway men. 

A consolidation of the American 
Society of Safety Engineers and the 
Engineering Section of the National 
Safety Council to be known as “The 
- American Society of Safety Engineers, 
the Engineering Section of the National 
Safety Council,’ was announced at 
the banquet following the joint con- 
ference of the two organizations. 
A paper on safety in electric welding 
and cutting presented by D. H. Deyoe 
of the General Electric Company em- 
phasized the necessity for taking pre- 
cautions for the protection of the opera- 
tor and those working near him in 
electric welding and cutting operations. 
Mr. Deyoe classified these precautions 
as follows: 

1. Protection of operator’s eyes from 
the dangerous rays of the arc. 

2. Protection of operator’s body from 
sunburns caused by the dangerous rays 
of the arc. 

8. Protection of operator’s 
against burns from hot metal. 


body 


4. Safeguarding the health of the 


operator. 
5. Protection of others working in 
close proximity to welder. 


6. Protection of operator from elec-~ 


tric shock. 

7. Fire hazards. 

8. Protection of welding apparatus 
and its control. ’ 

The electric are passing between iron 
electrodes is rich in visible and ultra- 
violet radiation, and the amount of 
energy consumed in the arc makes the 
total energy radiation more than the 
eye can safely bear at working dis- 
tances. The intense glare given off 
_ from the arc contains all of these rays 
and the operator has to be protected 
against their harmful effects. For light 
welding, face shields containing light 
colored protective glass may be safely 
used, or in some cases goggles alone, 
fitted with similar glass. For heavy 
electric welding or carbon cutting, the 
operator’s eyes should be protected, 
either with a welding helmet or with 
a face shield, these to be provided with 
a darker shade of protective glass se- 
lected to suit the welder, 

Welders’ lenses should be carefully 
selected. Lenses that transmit only 
bands of color, separated by dark ab- 
sorption bands, are undesirable, being 
likely to produce eyestrain. The trans- 
mission spectrum should be continuous, 
as shown in that of Noviweld. It 


should not extend too far either into 
the red or the green, and it should 
absolutely cut out all blue and violet 
light. 

All exposed parts of the body are 
subject to a burning effect from the 
rays of the are. This burning is similar 
to sunburn. If the body is not pro- 
tected by covering of some kind, it will 
cause the operator more or less dis- 
comfort or pain. For ordinary welding 
the welder’s body is usually covered by 
close woven clothing and the hands by 
leather gloves. In heavy are and car- 
bon welding and carbon cutting where 
currents of 200 to 1,000 amp. are used, 
it is necessary to protect the operator 
still further: With these heavy cur- 
rents the are rays will penetrate the 
ordinary clothing and it is customary 
for the operator to wear a large weil 
fitting leather or asbestos apron, pro- 
tecting as much of his body as possible. 


PROTECTING OPERATOR AGAINST 
Hor METAL 


The greatest danger of injury to the 
operator comes from hot metal burns. 
These burns may come from either the 
eperator picking up hot parts just 
welded or from flying particles of 
molten metal lodging in some part of 
his clothing or more often in the tops 
of his shoes. The necessary protection 
against such trouble is heavy leather 
gloves and protectors to be placed above 
the tops of his shoes to prevent molten 
metal from lodging there. 

When using the arc for heavy weld- 
ing or cutting, or where welding or 
cutting is being done on non-ferrous 
metals or galvanized materials, or 
materials that are oily, it is very desir- 
able to provide ventilating ducts or 
fans to carry away the smoke and more 
or less poisonous fumes. If the opera- 
tor is allowed to inhale these, his health 


- will sooner or later be impaired. 


To protect near-by workers from eye 
flashes, opaque screens should be placed 
between the welder and the workman. 
Or a better arrangement would be to 
enclose the welder in a welder’s booth 
shutting off all the flashes from the 
surrounding part of the factory. It is 
desirable to paint the side walls and 
all apparatus in a welding booth or a 
small room used for welding with a 
paint that. will absorb the dangerous 
rays of the are. A satisfactory paint 
for this purpose may be made from 
zine oxide or Chinese white mixed with 
glue water. This will dry with a 
smooth unglazed surface. 

Another paper on safety in gas weld- 
ing and cutting was presented by H. S. 
Smith of the Union Carbide & Carbon 
Corporation, New York, N. Y. He said 
that the greatest trouble comes from 
unskilled welders, and that proper train- 
ing should receive more attention. 

Mr. Smith gave several examples of 
accidents which had happened through 


unfamiliarity of those having charge 
of the welding equipment with its con- 
struction and operation. Cylinders of 
gas and oxygen have been stored out 
of doors in unprotected places. where 
freezing of the cylinder valves has re- 
sulted. Mr. Smith told of accidents 
that have happened as a result of try- 
ing to thaw out the cylinder valve with 
hot water or by using a blow torch. As 
the fusible plugs with which these 
valves are equipped melt at a tempera- 
ture of boiling water, such practices 
should never be attempted. Mr. Smith 
emphasized the necessity of storing gas 
tanks in places where there is no danger 
of sparks from electrical apparatus. 
Accidents have happened from sparking 
of telephone connections. 

Repairs to gas welding equipment 
should be done only by, men experi- 
enced in this work and pressure gages 
should be tested periodically to make 
certain that they are registering prop- 
erly. A considerable part of Mr. 
Smith’s paper was devoted to safety 
cautions that should be taken in the 
installation of gas generating equip- 
ment. 


VALUE OF PROPER LIGHTING FACILITIES 
IN SHOPS 


In a paper on “Glare,’’ Charles 
Sheard of the research laboratories of 
the American Optical Company, South- 
bridge, Mass., emphasized the value 
of proper lighting facilities in shops. 
He said that the system of illumination 
used should not only give the workman 
proper light at his work but should be 
also combined with a general system 
of illumination which would avoid a 
contrast in light whenever the work- 
man looks up from work. 


P. R.R. Will Exhibit Locomotives 


HE Pennsylvania Railroad has ar- 

ranged a transportation exhibit for 
the period of the A.I.E.E. Midwinter 
Convention at Philadelphia, Feb. 4-8, 
at Thirty-second Street and Lancaster 
Avenue, adjacent to the West Phila- 
delphia station. The exhibit will in- 
clude the most powerful freight loco- 
motive in the) world, the “FF1” electric, 
the new “L-5” electric locomotive and 
one of the newest multiple-unit cars. 

The “FF1” electric locomotive was 
equipped by the Westinghouse Electric 
& Manufacturing Company for experi- 
mental freight service. It is of the 
split-phase type with a continuous rat- 
ing of 4,000 hp. 

The new 200-ton single-phase loco- 
motive, known as the “L-5,” also 
equipped by the Westinghouse company, 
was described in detail in this paper, 
issue of Jan. 26. It is designed for 
preference freight service, but is now 
equipped with passenger gearing, giv- 
ing a speed of 70 m.p.h. 

The multiple-unit car is the type now 
in service on the Philadelphia-Paoli 
electrification. These cars, equipped 
with single-phase series repulsion type 
motors, now handle 23.7 per cent of 
the 77,246 passengers handled in and. 
out of the Broad Street Station daily. 
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Straightener for Damaged 


Steel Cars 


Bivwb.wvi Catone 


Superintendent of Equipment Northern Ohio 
Traction & Light Company, Akron, Ohio. 


ITH the advent of the steel 

car it was soon found neces- 
sary’ to change the method of re- 
pairing wrecked cars, which in the 
case of a woden car was to remove’ 
the broken material, either renew or 
splice out the broken sills and posts 
and then build up with new material. 
If the parts of a steel car were 
taken off and carried to the black- 
smith shop and straightened and 
torn parts of the metal welded, the 
repaired pieces would not fit back in 
the ear properly and the rivet holes 
never would match up. 

.A better method developed is to 
straighten the car without disman- 
tling it. In straightening up a badly 
damaged car, it is often necessary to 
make two or three days preparation 
before the actual straightening is 
done. Jacks should be placed in their 
proper positions and turnbuckles at 
other points, preparations being 
made to apply the heat simultane- 
ously often at six or eight places 
throughout the car. This heat is 
sometimes applied by big oil burners, 
gas torches, red-hot iron plates and, 
of late, the acetylene torch. The men 
doing this work have to be carefully 
instructed and drilled so that all 
heats and strains will be applied at 
the proper rate and time. 

The actual straightening of such 
a car is usually accomplished in a 
very few minutes, although, as previ- 
ously stated, the preparation may re- 
quire several days. 

After the car is straightened, if 
any of the parts have become torn or 
are too badly bent, they usually can 
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Maintenance of Equipment 


A Car in Position in the Straightener, Showing Application of Movable Beams 


be welded up on the car, or, as a last 
resort, renewed. 

In most shops the difficulty is to 
find a place where the rigging up for 
this work. can be done. Usually one 
wall of a building will do for one 
side, but a shop rarely has at hand 
facilities for applying strains on 
both sides of the car. Therefore, 
most of the larger railway shops 
have designed some form of- car 
straightener. 


As the Northern Ohio Traction & . 


Light Company had acquired a large 
portion of steel equipment, a study 
was made of the various car 
straighteners and plans drawn up 
for a framework that would cover 
the largest interurban car and. en- 
able the application of strain, either 


_in compression or tension, at any 


point on the car. This apparatus is 
used a small portion of the time, so 
it is very desirable that it shall take 


_--Fresertt Columns... 


up as little valuable space as pos- 
sible. f 

The steel. columns of the building 
were used to form one side of the 
device. Between each two of these 
columns an intermediate column was 
erected so as to make the spacing 
short enough to give the desired 
strength. On the opposite side of 
the track, in line with each of these 
columns, was placed a column, there 
being a total of seven columns in 
each row. These were formed by 
12-in. I-beams, while longitudinally 
they were connected at the top with 
8-in. I beams, and 4 ft. 8 inches from 
the top a row of 8-in. channels were 
run so as to prevent any possibility 
of end strains throwing the appa- 
ratus out of line. A 6-in. I beam 
was hung longitudinally from the top 
cross-members so as to make a track 
for the chain block carriers used in 
handling the movable beams against 
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Details of Construction of the Northern Ohio Car Straightener 


Vol. 63, No. 5 | 


a | 


mh 


February 2, 1924 


KEECTRIG RAILWAY JOURNAL 


which the pressing or pulling is 
done. These movable beams were of 
a 12-in. I beam with 10-in. channels 
riveted at the top and bottom, thus 
forming a very rigid girder. When 
this device is not in use, no floor 
space is taken up excepting for the 
bases of the vertical columns. This 
space can be used, therefore, for the 
_ ordinary car repair. The photograph 
shows position of a bent car in the 
device, and the details of construc- 
tion are shown in the drawing. 


. Crane Car Breaks Up 
Conduit Track 


HE Washington Railway & Elec- 
- tric Company, Washington, D. C., 
which uses the underground conduit 
system, has been doing considerable 
track rehabilitation recently. In 
ripping out the conduit, which is 
constructed with heavy cast-iron 
yokes incased in concrete, the com- 
pany has been using a Brownhoist 
crane car with very considerable 
economy. 

The first operation in dismantling 
this construction, after removal of 
the paving, is to take out the slot 
rails, which are midway between the 
two running rails. Following this 
the running rails are taken out a sec- 
tion at a time, the crane car being 
moved along to uncover the track to 
be removed. The crane car then 
hooks on to the yokes-so as to pull 
them out. As they are imbedded in 
the concrete, the action of raising 
these with the crane loosens the con- 
crete to such an extent that it can 
be broken up readily and lifted from 
the trench by the crane so as to load 
it upon trucks for carting away. The 
crane car is thus used to break up 


Rack for Small Tools Used by the United Railways & Electric Company of Baltimore 


the concrete as. well as to. load it, 
and all heavy labor of lifting is done 
by the car. In addition’ to saving 
labor, this method also is very rapid. 
The concrete construction is readily 
taken out and repairs and recon- 
struction can be started without 
delay. 


Convenient Rack for 


Shop Tools 


HE problem of keeping various 

hand tools from becoming scat- 
tered over the shop floor, and at the 
same time providing so that they can 
be conveniently found when required, 
has been solved by the United Rail- 
ways & Electric Company, Baltimore, 
Md., with a home-made tool rack 
which is’ supplied to the overhauling 
gangs. The accompanying illustra- 


tion shows such a rack placed along- 
side one of the shop pits. In addi- 
tion to having a long pan for carry- 
ing heavy tools, wrenches, hammers, 
etc., brackets are provided on the 
sides for two lengths of rail. These, 
are placed underneath the car bodies 
to support them while they are being 
raised. 

The rack is made of flat iron bars, 
the ends being of an_ inverted 
V-shape, thus serving as legs and 
supporting the rack. The two ends 
are joined together by diagonal 
braces. The tray for holding the 
tools extends the length of the rack, 
separating the two legs at each end 
and acting as an additional brace. 
This tray is raised from the floor 
approximately 12 in. The entire 
framework is riveted together, form- 
ing a very substantial construction. 


At Left, the First Stage of Track Reconstruction Consists of Stripping Out the Slot Rails. 
Chunks of Concrete Onto Trucks for Hauling Away 


At Right, Lifting Broken 
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Adjustable Painting Trestle 


HANDY trestle for supporting . 


doors and sash while they are 
being painted or varnished is used by 
the shops and equipment department 
of the Chicago Surface Lines. 
During the normal course of over- 
haul or repair of various types of 
ears the run of sash and doors that 
must be handled by the paint depart- 
ment are of several different sizes. 
The work is therefore facilitated by 
the type of painting trestle shown in 
the accompanying sketch. 
The door or sash is supported on 
thin beads tacked to the faces of a 
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Sliding Block 
Sketch of Sash Painting Trestle Used 
in Chicago 


pair of tapered blocks. One of these 
blocks is fastened permanently at 
one end of the trestle while the other 
is arranged to slide back and forth 
along the trestle top bar. A bolt at- 
tached to the movable block passes 
through a slot in the top bar so that 
the block may’ be fastened in any de- 
sired position with a thumb nut un- 
derneath. 

By this arrangement the blocks 
can be quickly adjusted for sash of 
different sizes and the trestle pro- 
vides a secure support during the 
painting operation. 


New Equipment 


Available 


Self-Adjusting Wrench 


NEW type of wrench which 

differs quite radically from 
other adjustable wrenches now on 
the market is being introduced by 
the Greater. Service Electric Com- 
pany, Newark, N. J., under the trade 
name of “Robert.’”’ Its construction 
makes unnecessary the usual hand- 
screwing adjustment to make it fit 
various size nuts. The design pro- 
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Special Toggle Tight Grip Wrench 


vides a firm grip without danger of 
the wrench slipping. The various 
parts are strong and are so propor- 
tioned that the wrench is easy to 
handle. The handle and jaw are 
drop forged from high carbon steel. 
Springs of.a special construction, 
made by the Charles Fisher Spring 
Company, are used in the wrench. 
The 12-in. size shown in the accom- 
panying illustration will handle any 
shaped nut, pipe or other articles up 
to 1 in. diameter. 


Starting Switch for Small 
A. C. Shop Motors 


NEW _ single-throw starting 

switch, the CR-1038-Al, has 
been put on the market by the Gen- 
eral Electric Company for use with 
small alternating-current motors. 
This switch is of the three-pole type, 
designed for quick “make and 
break,” and is operated by an up- 


Motor Starting Switch. 
At Right, Both Cover and Shield Open 


and-down.movement of the handle. 
The unit permits of wall or pedestal 
mounting. 

Overload protection is provided by 
means of two thermal cutouts, one 
connected in each of two legs of the 
rotor circuit, in order to protect all 
phases of the motor against unbal- 
anced and single-phase overloads, as 
well as overloads distributed over all 
phases. These thermal cutouts have 
an inverse-time characteristic and 
suflicient thermal capacity to permit. 
the motor to operate at all overloads 
of short duration that are not ob- 
jectionable from the “standpoint of 
overheating the motor. 

A new feature in the design of 
these cutouts is the elimination of 
the old screw base, two screws being 
used to fasten the cutout in place, 
the screws being readily loosened to 
remove the device if necessary. The 
fusible links may be removed with- 
out removing the cutout. 


At Left, Cover Open and Shield Closed. 
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Must Resume Railway 
Operation 


Service “Just as Good” Idea at Spartan- 
burg Is Condemned by the 
Supreme Court 


As briefly stated in the ELECTRIC 
RAILWAY JOURNAL, issue of Jan. 19, 
the city of Spartanburg won a victory 
over the South Carolina Gas & Electric 
Company in a recent decision handed 
down by the South Carolina Supreme 
Court, granting the city the mandamus 
petition to require the railway to “re- 
store its lines and operate the same 
according to law.” 

The controversy in Spartanburg dates 
_ back to December, 1922, when the com- 
pany abandoned operation of its rail- 
way. The mandamus petition was 
argued before the Supreme Court in 
Columbia on Oct. 8. The recent deci- 
sion is the result of this hearing. 

The opinion upholds the contention 
of the city that the franchise of the 
company to operate cars was a con- 
tract which the South Carolina Rail- 
road Commission had no authority to 
abrogate. Discussing the contention 
that buses were substituted for street 
cars, the court held that no agency of 
the state could substitute something 
‘Just as good” for a specific service 
named in a contract “even if it is just 
as good.” 

Referring to the power delegated by 
the Legislature to the State Railroad 
Commission to “regulate, supervise and 
control” the public utilities of the state, 
the court ruled that that could only 
refer to a going concern; that it did 
not in any way pretend to give the 
commission the power to annul or de- 
stroy the operation of public utilities; 
that Legislature did not pretend to give 
to the commission, nor could it give to 
the commission or to the courts, the 
power to destroy or impair the obliga- 
tions of a contract. 

In expressing its opinion on the 
contention of the company that there 
was a demand for electricity and gas 
and no demand for railway service ex- 
cept by 3 per cent of the people, the 
court reminded the company that the 
gas, the electric light and power and 
the railway business stood or fell as a 
unit under the company’s franchise con- 
tract. 

The court was divided on the matter. 
One of the justices held that the com- 
mission did have the authority to order 
the discontinuance of the railway and 
that to compel the operation of the 
lines at a loss would violate the Four- 
teenth Amendment. Justice Marion in 
his dissenting opinion held that the 


The News of the 


Industry ‘| 


contract between the city and the com- 
pany was made subject to the reserved 
police power of the state, and within 
that power could be changed by the 
state without impairing the obligation 
of the contract. 


Wage Issue in Worcester and 
Springfield Still in Abeyance 


Although the employees of the Wor- 
cester Consolidated Street Railway and 
the Springfield Street Railway in Wor- 
cester and Springfield, Mass., have 
agreed with company officials to arbi- 
trate issues for the new contract the 
matter is still held up owing to the 


failure of Attorney Warren, represent- 
ing the companies, and Attorney Vahey, 
representing the union employees, to 
find the time to confer on the matter 
of selecting a third arbitrator. 

The decision to arbitrate was reached 
after company officials and committees 
representing the union had held several 
conferences in an effort to reach an 
agreement. The union representatives 
would not change their demand for an 
eight-hour day and increased wages. 
Clark V. Wood, president, told the men 
the railway could not meet the demands 
as to do so would add to the annual 
payroll approximately $750,000, an 
amount that even an increase in fares 
could not be expected to produce. 


More Ride in Winter in New York 


Up-State Commission Shows Heav 


iest Travel to Be During the Winter 


Months—$5,500,000 Deficit Reported for the Railways in New 
York Outside of New York City—$1,770,977 
Paid in Dividends in 1922 


PERATING revenues of electric 

railroads in New York State out- 
side of New York City for 1922 show 
a decrease of approximately. $1,000,000 
below those for 1921, with an offsetting 
decrease in operating expenses of 
slightly more than $300,000, thus re- 
sulting in a small increase in the oper- 
ating ratio. For the fifth consecutive 
year this group of companies has failed 


of automobiles has increased to suen 
an extent that the operation of electric 
railroads is seriously affected. A fur- 
ther study of the operation of electric 
railroads shows that the heaviest travel 
is during the winter months when many 
automobiles are in storage. 

On the matter of fares the commis- 
sion included in its report the accom- 
panying summary: 


STATEMENT SHOWING RATES OF FARE IN EFFECT IN NEW YORK STATE 


1919 1920 1921 — 1922 1923 

Per Cent Per Cent Per Cent Per Cent Per Cent 

Item Cities of Total Cities ofTotal Cities ofTotal Cities of Total Cities of Total 
5 cents... : 26 46 19 33 16 28 15 26 13 23 
6cents..... 23 39 5 8 9 16 5 8 4 7 
7 cents.... 6 11 24 43 16 28 24 43 27 47 
8 cents.... 2 4 9 16 16 28 13 23 13 23 
Totale... 57 100 Sy 100 57 100 57 57 100 


to have a gross income sufficient to 


meet fixed charges, and for 1922 the - 


deficit was approximately $5,500,000. 
Of the entire group only twelve com- 
panies declared dividends in 1922, 
amounting to $1,770,977, and four of 
these operated lighting departments. 
‘These facts are contained in the re- 
port of the Public Service Commission 
presented to the Legislature on Jan. 15. 
The commission says that it is signifi- 
cant that the reduction in the number 
of passengers carried still continues. 
The number of passengers carried in 
1922 was 599,080,364 as compared with 
643,870,858 in 1921 and 743,233,247 in 
1920, while the number of revenue car 
miles was 92,481,319 in 1922 as com- 
pared with 91,059,219 in 1921. One ex- 
planation of this situation offered by 
the commission is that the private use 


An investigation was made of the 
“unlimited ride, transferable weekly 
pass.” This form of fare is used in 
thirty cities and with few exceptions 
a noticeable increase in revenue fol- 
lowed its introduction. The commis- 
sion says that it would seem that if 
the price of the pass is fixed after 
competent analysis there should be no 
reason why its use would cause any 
difficulty. It is impossible to take more 
than two rush hour rides a day and it 
is good business to give to the twice- 
a-day rider a concession that really 
applies only to non-rush hour riding 
when vacant seats are usually available. 
The “weekly pass” is now used in New 
York State in the village of Peekskill 
and in the cities of Olean and Sala- 
manca. Besides being used in the 
cities, the Olean, Bradford & Salamanca 
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RESULTS OF OPERATION OF ELECTRIC RAILWAYS OUTSIDE OF NEW YORK CITY 
AS REPORTED BY THE PUBLIC SERVICE COMMISSION 


Railway operating revenues....-.-.---+eseeeeeee ees 
Railway operating expenses..........--++-eeeer eee 


Net revenue railway operations...........00+-00-00 
Railway taxaccruals........... cree eee et eters 


Railway operating income........... 500s seer eee eee 
Net revenue, other OPECLAtIONS 2.5.2.2 aces pe vile aoe SIRT 
Non-operating income......-+-.ee reece sneer eens 


GOBSATICOMUG ss: dis 95 pies c0101 5,8 fs ebay to “otorene so larechee ates 
Interest charges..........- Sccitogas bale Rent eerie aeons 
Other deductions from gross income... ......+.-+.05- 


Beh MMCOMI SY eee thai le> viiales ies A ber ce tee 
Dividends during year. ...... 000... cere pee eee see 
Passengers carried (fares and transfers).........-++.. 
Reventie Car-Miles cdc. bs ciste e's 0 « sisie sis tim © cundonns> bieienes 
Mileage in New York State.......-.-.eseeeeeec recess 
Operating Mati’ joa sade, sem tects Ay sleialeip avin wieleiaan 


1920 1921 1922 
$47,059,281 $42,824,208 $41,858,280 
39,483,189 37,290,565 36,978,228 
$7,576,098 $5,533,646 $4,880,052 
2,668,731 2,779,829 2,872,018 
an $4,907,362 $2,753,813 $2,008,034 
824,809 ,335 1,302,688 
eo 968,531 1,086,074 924,942 
a $6,700,707 $4,657,220 $4,235,664 
ay. 8,943,678 8,548,575 9,034,475 
636,614 642,060 694,362 
.. Loss $2,879,590 Loss $4,533,411 Loss $5,493,173 
305,719 419,659 1,770,977 
ae 743,233,247 643,870,858 599,080,364 
He 97,356,831 91,059,219 92,481,319 
Be 2,014 2,001 1,990 
Mie 83.90% 87.08% 88.34% 


ne 


Railway expects to extend its use to the 
interurban lines. The commission says 
that the use of the weekly pass is now 
being considered in the cities of Roch- 
ester and Schenectady. 


The number of accidents at grade. 


crossings of electric railroads and high- 
ways outside of cities and villages has 
not increased over that of last year. 
Of the eight persons killed in this class 
of accidents, five were killed in an acci- 
dent which occurred at Stop 13% on the 
Schenectady-Troy Road when a five- 
passenger auto with curtains up, travel- 
ing the same direction as the electric 
car, attempted to cross the path of the 
trolley. 

The commission says that one of the 
developments of the past year has been 
the tendency towards the formation by 
electric railroad corporations of sub- 
sidiary companies for the operation of 
bus lines. The commission expects 
that the extension of such bus lines as 
feeders to existing electric railroads 
will increase. It also looks forward to 
more extensive use of trackless trolleys 
in ‘the urban districts. The commis- 
sion says: 

The operation of bus lines and lines of 
trackless trolleys by electric railways is 
in-a more or less experimental stage. The 
determination of the most economical 
method of service, street railroad, motor 
bus or trackless trolley, seems to depend 
upon the territory to be served and the 
frequency of operation required. Results 
of operations of this character will be 
closely observed in order that a proper 
appraisal may be made of their economy 
and value. The commission renews the 
recommendation in its last report to the 
Legislature to the effect that the laws on 
the subject of automobile bus. regulation 
should be stated in as complete detail as 
are the statutory provisions governing other 
carriers and utilities, 

The commission refers to the enact- 
ment of Section 53-a of the Public 
Service Commission law (Laws of 1923, 
Chap. 901). This measure provides 
that all railroads operating within cities 
having a population of 1,000,000 inhab- 
itants or over are required to operate 
all trains by electricity on and after 
Jan. 1, 1926. The corporations affected 
were directed by the commission to file 
plans and specifications for its approval. 
The New York Central Railroad ac- 
cordingly filed plans covering the elec- 
trification of its railroad within New 
York City not already electrified, and 
has also filed with the Transit Commis- 
sion a set of plans’ for the elimination 
of all grade crossings on the west side 
of New York City. 


Two Participators in Dynamiting 
Outrage Sentenced to One Year 


Maximum penalties were imposed 
upon two of the four striking plat- 
form employees of the International 
Railway, Buffalo, by Federal Judge 
George F. Morris of New Hampshire, 
for their alleged participation in the 
dynamiting of the Buffalo-Niagara Falls 
high-speed line train at Ellwood dur- 
ing the strike in August, 1922. The 
other two, who were found guilty a 
week ago, were given lighter sentences, 
but the district attorneys of Erie and 
Niagara counties have started the 
presentation of the evidence to county 
grand juries and indictments of the 
men will be asked on grounds charging 
more serious offenses. Francis Reilley 
and Healey Breeze, Buffalo, were 
sentenced to the Erie County peni- 
tentiary for one year and fined $5,000 
each, 3 

This is the maximum under the sec- 
tion of the Sherman anti-trust law 
under which the four striking plat- 
form employees were convicted for con- 
spiracy. William LL. Vandell and 
William H. Smith, Lockport, also were 
jailed for one year each, Vandell being 
fined $2,000 and Smith $3,000. 

Judge Morris denied the request of 
District Attorney William J. Donovan, 
who prosecuted the case for the gov- 
ernment, for a postponement § of 
sentence because of the presentation of 
evidence against the four men to the 
grand juries in Niagara and Erie 
County. The court ‘said there is 
nothing to prevent the state from 
prosecuting the defendants even though 
they are serving jail sentences for of- 
fenses against the government. 

The court denied the application by 
Ernest W. McIntyre, counsel for the 
defendants, for a new trial for Messrs. 
Healey and Breeze on the ground that 
insufficient evidence to implicate them 
in the alleged conspiracy had been in- 
troduced at: the trial. Counsel then 
filed a bill of exceptions, laying the 
basis for an appeal to the United 
States Circuit Court of Appeals. 

Three more members of the Amal- 
gamated and officers of the local union 
will be placed on trial before Federal 
Judge Morris on Feb. 4 for their part 
in the alleged conspiracy to dynamite 
the Buffalo-Niagara Falls high-speed 
line train. They are John M. Parker, 
Niagara Falls, Ont., president of the 
Buffalo local; Clarence F. Conroy, 
Buffalo, business agent, and Vincent 
Tuero, financial secretary of the union. 
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State Senator Robert C. Lacey, Buf- 
falo, also will be tried at the same 
time. 


Engineers to Report 


Both Oakland Railway and City Plan 
Surveys to Determine Local 
Transportation Needs 


Oakland’s muddled _ transportation 
situation is to be surveyed by two ex- 
perts, one employed by the Key Sys- 
tem Transit Company, the successor to 
the San Francisco-Oakland Terminal 
Railways, and the other by the City 
Council. This is the latest highlight 
in the controversy over the respective 
merits of one-man cars and buses. 

Richard Sachse, the railway com- 
pany’s engineer, has already started 
work. Announcement of his employ- 
ment was made on Jan. 23 by C. O. G. 
Miller, president of the company. 

The Council voted the same day to 
undertake a survey similar to that 
planned by the railway, but the city’s 
survey cannot be started until an ordi- 
nance to that end has been prepared 
by the city attorney. 

Mr. Miller has called at the Oakland 
city hall and invited the co-operation 
of Mayor Davie and other city officials 
in the matter, suggesting a conference 
at which transportation problems could 
be considered. He met with a rebuff, 
however. Mayor Davie, backed by Com- 
missioner Moorehead, said in effect: 

“There can be no such conference 
until your company stops violating the 
law of this city. I refer to the con- 
tinued operation of one-man cars in 
defiance of our ordinance.” 

The city’s survey plan originated with 
Commissioner Colbourn. It provides 
for the employment of a competent 
engineer to recommend, after an ex- 
haustive survey, ways of meeting the 
city’s transportation needs. It is under- 
stood that this survey will also contain 
an expression of opinion on the ques- 
tion of whether the city shall run a 
competing line or procure the present 
system by purchase, and whether tem- 
porary bus permits shall be issued. 

The Mayor and Commissioner Moore- 
head favor the municipal bus plan. 
They have already taken a flier in 
municipal operation by the purchase of 
a city bus which has now been running 
for about four months. Other members 
of the Council, however, feel that noth- 
ing should be done without expert ad- 
vice and then only after the voters have 
had their say. 

Mr. Colbourn and his colleagues are 
averse to antagonizing the present fran- 
chise holders. Aligned with Mr. Col- 
bourn in this view are Commissioners 
Baccus and Carter. They favor co- 
operation with the Key System Transit 
Company and the State Railroad Com- 
mission. 

This view may be reflected in the 
adjacent city of Alameda, which has 
just put the bus question up to the 


‘commission, after a long wrangle in the 


City Council. The commission is. al- 
ready on record as favoring the opera- 
tion of one-man cars. 

Mr. Sachse will study not only Oak- 
land but the entire East Bay section. 
He was formerly chief engineer of 
the California Railrcad Commission, 


_- 


: 
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_ Dispute Over Paving Delays 
Improvement Program 


The proposed plan of the Wisconsin 
Railway, Light & Power Company, 
Winona, Minn., to undertake a large 
program of track improvement during 
1924 in La Crosse can not be placed 
in operation apparently until an agree- 
ment can be effected between the com- 
pany and the City Council over the 
question involving the payment for 
paving laid in the proposed track zones. 

The City Council recently adopted an 
ordinance approving of the company’s 
plan to commence new extension work, 
but inserted a section compelling the 
company to pay for the pavement be- 
tween its tracks. During the war the 
company was exempted from these 
charges. 

The company has refused to accept 
the ordinance unless it is made exempt 
from paving costs while the Council has 
adopted a resolution to secure an order 
from the Railroad Commission to force 
the company to build its tracks accord- 


‘ing to the franchise and city statutes. 


Opposes Construction Program 


Objection has been made by Milwau- 
kee Electric Railway & Light Company 
to that part of Waukesha’s paving pro- 
gram requiring the company to co- 
operate with the city in certain repair 
work within one year. The company, 
however, has submitted to the city a 
plan of co-operation and construction 
covering a three-year period. The ex- 
penditure of a large sum of money for 
1923 track zone repair work and a cer- 
tain loss of revenue in 1924 from the 
interurban line between Milwaukee and 
Waukesha were some of the reasons 
given by the company for being unable 
to complete this work in one year. 


Street Accidents Increase 
in Cincinnati 


/ That the hazard of death and acci- 
dent is increasing in the streets is 
strikingly illustrated by statistics com- 
piled by the Department of Street 
Railroads, Cincinnati, with regard to 
the number of persons killed and in- 
jured by electric cars during 1923 as 
compared with 1922. The fatalities 
jumped from nine in 1922 co seventeen 
in 1923. Pedestrians struck by elec- 
tric railway cars in Cincinnati increased 
from 151 to 201. Collisions with 
automobiles in 1923 were 5,089 as com- 
pared to 3,621 in 1922, an increase of 
1,468. There was also an increase of 
collisions between electric railway cars, 
the figures being 647 in 1923 and only 
318 in 1922. 

Still, riding on electric cars is ap- 
parently becoming safer. In 1923 pas- 
sengers injured were 296, as compared 
with 385 the year before, a decrease 
of 89. So, too, there was a decrease 
in the number of employees injured. 

W. Jerome Kuertz, Director of Street 
Railroads, said the increase in the num- 
ber of collisions and mishaps to persons 


other than passengers was due, not 
to increasing carelessness on the part 
of motormen and conductors, but to the 
growing danger of all street traffic, 
and particularly to the greater number 
of automobiles and the recklessness of 
some drivers. 


One Thrift Week After Another 
for Illinois Corporation Public 


Every week this year will be “Thrift 
Week” for the customers and public in 
the territory served by the Illinois 
Power & Light Corporation, Chicago, 
Ill. Commencing during National Thrift 
Week, this company launched a thrift 
campaign that will be waged through- 
out the entire year. “Make This Your 
Thrift Year’ is the slogan that will be 
used. The company sold more than 
$2,000,000 of its 7 per cent preferred 
stock to consumers and the general 
public in the last four and a half 
months of 1923. 


Dayton Companies Seek Tempo- 
rary Restraining Order to 
Permit One-Man Cars 


The fight of the Dayton City Railway 
and the Oakwood Street Railway to 
retain one-man cars in Dayton, Ohio, 
was carried into the Federal Court on 
Jan. 26 when the companies asked for 
a temporary restraining order permit- 
ting them to continue the use of one- 
man cars while the matter is being 
threshed out in the courts. The city of 
Dayton, Mayor Frank Hale, three city 
commissioners, City Manager F. O. 
Eichelberger, the safety director, city 
attorney and chief of police are made 
defendants in the action. 

The company contends that the city 
ordinance ousting the one-man cars is 
unconstitutional, invalid and illegal in 
that it takes away property of the com- 
pany “without due process of law” in 
contravention of Article V of the Four- 
teenth Amendment to the Constitution. 
Since penalties provided in the ordi- 
nance are cumulative the company sets 
forth that they would amount to such 
excessive sums pending litigation that 
it would prevent the companies from 
asserting. their legal rights in court. 
Its effect, they set forth, is to deny the 
company equal protection in law. The 
ordinance was passed following a ref- 
erendum vote on the subject last No- 
vember in which the people of Dayton 
expressed disapproval of the system. 
No attempt has» so far been made, 
however, to enforce the measure. 

The principal contention of persons 
active in opposing the one-man car was 
that they are a menace to public safety 
although no serious accidents have been 
reported in Dayton which may be at- 
tributed to their use. 

The hearing of the case is expected 
to determine the future of the one-man 
car in Dayton. Among other things 
the company’s lawyers expect to attack 
the validity of the election on Nov. 6, 
claiming that an insufficient number of 
legal signatures was made on the peti- 
tion. Numerous instances are cited by 
the company’s attorneys as reasons why 
Dayton should retain the cars it now 
has in service. 


Hearing on the motion for the tem- 
porary retaining order has tentatively 
been fixed for Jan. 31. 


Pacific Electric Official Suggests 
Method of Subdividing Land 


New streets being laid out along the 
right-of-way of the Pacific Electric 
Railway should be so arranged that the 
rear of the lots will abut the railway. 
Entrance to the streets should be dis- 
tant approximately 150 ft. on each side 
of the railway. These suggestions were 
made by D. W. Pontius, vice-president 
and general manager of the company, 
in a cireular letter to the chambers of 
commerce, planning commissions, realty 
and industrial boards and other civic 
organizations -in southern California. 
The letter was prompted by the an- 
nouncement of the plan for subdividing 
Los Angeles County. The suggestions 
were advanced after a study of the 
situation in which Mr. Pontius con- 
cluded that the policy which had been 
established looking toward the opening 
of such streets on each side of the 
right-of-way practically paralleling the 
track of the railway was a very serious 
one. Mr. Pontius says that residential 
and business property backing up to 
the right-of-way would increase in 
value more quickly than if it faced the 
right-of-way. He said that with the 
increase in population in southern Cali- 
fornia industries were a necessity and 
that they could not be attracted unless 
they could be served directly and effi- 
ciently with a railway industrial track. 
The circular letter contained diagrams 
showing the present method and the 
suggested method of subdivision. 


Explains Delay in Constructing 


Construction and operation of the 
proposed electric railway line by the 
Milwaukee Western Electric Railway, 
from Milwaukee to Beaver Dam and 
from Sussex to Waukesha, plans for 
which were started in 1909, will not 
take place before the next two years, 
owing to the fact that prevailing con- 
ditions have made impossible the financ- 
ing of the project. 

This information was given out by 
A. P. Kletzsch, president of the pro- 
posed line, to the Wisconsin Railroad 
Commission at a hearing on Jan. 7, 
held for the purpose of considering the 
advisability of revoking certificates 
issued in 1910 granting permission to 
begin the construction and operation of 
the line. The hearing brought out a 
request for a two-year extension which 
the commission took under advisement. 


No More Postponements 
in Cincinnati 

What the city administration of Cin- 
cinnati terms an ultimatum was served 
on representatives of the Cincinnati 
Street Railway and the Cincinnati Trac- 
tion Company on Jan. 21, when the 
street railroad committee of the City 
Council fixed Feb. 11 as the “final” post- 
poned date for the two companies to 
report whether they have or have not 
reached an agreement for the settle- 
ment of Cincinnati’s traction problem. 
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Service Suspended in Akron 


Local Cars Withdrawn in Ohio City at Expiration of Franchise, Follow- 
ing Refusal of City Officials to Grant Fare Increase Pending 
Negotiation of New Operating Contract 


HOUSANDS of Akron citizens 

walked to work on Feb. 1 follow- 
ing the discontinuance of electric rail- 
way and bus service by the Northern 
Ohio Traction & Light Company on 
its: Akron city lines. Other thousands 
walked many blocks to the company’s 
carhouses and suburban stations from 
inside the city and jammed the subur- 
ban and interurban cars. The prom- 
ised “adequate service” by Mayor D. C. 
Rybolt did not materialize. A few 
buses from other cities in the State are 
in Akron, and Henry Ford sent in 500 
jitneys, but the people refused to ride 
them. In an advertisement in Feb. 1 
papers the railway set forth a history 
of the negotiations and renewed its 
offer to continue operations provided a 
6-cent fare was agreed to. 

The present Akron transportation 
crisis had its inception on Jan. 3 when 
the company filed with the Ohio Public 
Utilities Commission a rate of four 
tickets for 25 cents, with a cash fare 
of 7 cents, effective on Feb. 1 on its 
Akron City lines and sent a letter to 
the city announcing this fact. The 
Ohio law provides that where there is 
no existing franchise, or contract, be- 
tween a municipality and a street rail- 
way any rate to become effective must 
be filed with the State. The railway 
franchise at Akron was entered into 
twenty-five years ago. It provided for 
a 5-cent fare, with free transfers. The 
grant expired at midnight on Jan. 31, 
at which time the proposed new rate 
was to have become effective. 

The company’s action followed nu- 
merous efforts during the last two 
years to secure a new contract on a 
basis in excess of the old 5-cent fare. 
It also followed an intensive campaign 
covering a period of four months in 
which railway patrons were asked 
voluntarily to pay 6 cents for their 
ride. Incidentally this campaign met 
with favor. An average of 9 per cent 
of the riders did voluntarily pay the 
extra cent. 

In its communication to the city an- 
nouncing the new rate filed with the 
State, the company said that for the 
year ended Nov. 30, 1928, the operating 
results of the Akron City system were 
as follows: 


Gross! earnings’ 382. sun hene $13864,509 
Operating expenses ............ 1,837,802 
DMO eNGE a5-2-5.5 sete Bs eralere pare ale ts $26,707 
"DAMES eG ae coin has ete estate Stove 107,524 
SIOHCH ep BS e Sel sete aie sn Maine $80,817 


In commenting on these results the 
company said: 

From the above it will be seen that the 
Akron city railway did not even earn its 
taxes, to say nothing of depreciation and 
return. 

_ We want to furnish transportation in the 
citv of Akron at the lowest possible rate, 
but we cannot provide it at less than cost, 
plus a reasonable return on the value of 
the property used by the public. 


Immediately the city called a meeting 
with representatives of the company. 
The company was asked by the utilities 
committee of the Council and the 


Mayor to continue operations at the 
5-cent rate for a period of sixty or 
ninety days. The company then asked 
for a statement of the basis upon which 
negotiations would be taken up looking 
toward a new contract. The Mayor, 
on behalf of the city, announced that 
he was elected on a 5-cent fare plat- 
form and that any negotiations would 
necessarily have to be on a:5-cent basis. 

The company then announced its 
refusal to extend the period beyond 
Feb. 1. A week later the city passed 
an ordinance providing that the com- 
pany must operate for a period of sixty 
days on a 5-cent fare or else get off 
the street. The company was given 
four days in which to accede to that 
demand. It refused to meet these 
terms. The ordinance further provided 
that the city tracks should be torn up 
within a period of six months from 
the passage of the ordinance. It aiso 
provided that the company must ‘cease 
operations, at the end of the sixty-day 
period unless the time was further 
extended. 

At this point a citizens’ committee of 
one hundred that had been working on 
a new franchise submitted its report. 
This committee proposed a_service- 
at-cost contract patterned after the 
Cleveland grant. It provided certain 
extensions, the establishment of a com- 
mission to handle railway affairs in the 
future, provided a maximum rate of 
7 cents, new bus lines and general 
development of the entire system. 

When the report was submitted to 
the Mayor he characterized it as “ridic- 
ulous” and declared he would estab- 
lish a bus system for Akron that 
“would be the finest in the world.” 
He further announced through the 
newspapers that he would never agree 
to anything except a 5-cent fare, and 
that “buses would operate at that fig- 
ure and make money.” 

The members of the citizens’ com- 
mittee of one hundred, the Chamber of 
Commerce and various other. civie or- 
ganizations held numerous meetings in 
an effort to secure a compromise. The 
company agreed to operate on a 6-cent 
basis until a new contract could be 
drawn. The Mayor refused to change his 
position. H. S. Firestone, of the Fire- 
stone Tire & Rubber Company, assured 
the Mayor he was in the right and said 
he would aid him in securing buses. 
The statement was made by the Mayor 
that 250 double-deck buses would be 
brought to Akron. Later he said they 
were not adaptable for Akron purposes, 
but 100 buses would be brought from 
Newark, N. J., and other cities. Tues- 
day the Mayor stated Ohio buses only 
would be used, while Mr. Firestone ex- 
hibited a telegram from Henry Ford 
saying he would lend 500 Ford sedans 
to the city. Wednesday the statement 
was made by the Mayor that -there 
would be “ample transportation to care 
for the city’s needs,’ but urged the 
people to “bear with me until I get the 
proper service established.” 
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In the meantime the newspapers have 
been filled with letters, meetings have 
been held and the car riders have openly 
announced their willingness to pay 6 
or 7 cents. 

There is discussion about a referen- 
dum to vote on a 6-cent fare and talk of 
a recall of the Mayor and members of 
the Council. The public feels the street 
railway has been the football of polities 
long enough, if open statements by 
private citizens mean anything. The 
citizens’ committee Wednesday night 
announced it would start a referendum 
as soon as it could agree with the com- 
pany on a new contract. 


Employment Service for 
Engineers 


Within the past few months the 
employment service operated under the 
joint supervision of the national engi- 
neering societies has entered upon a 
policy calculated to insure the needed 
funds to provide a truly national em- 
ployment service, with offices in leading 
cities throughout the country. Under 
this policy the societies continue their 
financial support and this is supple- 
mented by contributions from those 
deriving benefit from this enterprise as 
no profit to anyone is to be taken, 
simply a self-supporting’service. Con- 
tributions if on a basis of 25 per cent 
of the fees which must be necessarily 
exacted by a commercial agency will 
make possible the realization of a 
national service. 


More than 55,000 engineers are mem-_ 


bers of the societies conducting the 
service. This membership ensures em- 
ployers a_ selection from engineers 


whose records have been closely scru- — 


tinized. 

Engineers seeking opportunities may 
arrange to obtain each week by first 
class mail the current list of openings. 
Their availability is also announced in 
the respective publications of the engi- 
neering societies. 

Employers of engineers and those 
seeking competent men are urged to 
use the service. 


Bill Introduced Against One-Man 
Car.—House Bill No. 225, introduced in 
Kentucky, would require street railways 
in cities of the first class to employ 
crews of not less than one motorman 
and one conductor on each car oper- 
ated. The bill is aimed at the use of 
one-man cars in Louisville, which is 
the only city in the State with the first- 
class rating. The bill has been referred 
to the committee on municipalities. 


Interurban Seeks Court Intervention. 
—A petition for: a federal court writ 
prohibiting interference with ‘transit 
has been prepared by attorneys for the 
Chicago, North Shore & Milwaukee 
Electric Railway in anticipation of an 
ouster order, to halt what’ the city 
alleges is “illegal and unlawful’ entry 
of trains into city over elevated rights 
of way. As éxplained previously in the 
ELECTRIC RAILWAY JOURNAL an opin- 
lion was prepared recently by the cor- 
poration counsel for presentation to 
the City Council holding that the inter- 
urban was exceeding its legal rights 
in operating into Chicago over the local 
elevated lines. 
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Moving Platforms for Paris 


Paris authorities have been giving 
serious consideration to the possibility 
of using the trottoir roulant, or mov- 
ing sidewalk, for the relief of the traf- 
fie congestion of pedestrians on the 


boulevards. The project is for a 
moving platform running between the 
Madeline and the Place de la Repub- 
lique by way of the grand boulevards. 

Three distinct methods are being con- 
sidered. The first provides a platform 
divided into three parallel sections run- 
ning at speeds of 3.1, 6.2 and 9.3 m.p.h. 
This is practically the same as the 
platform proposed for New York City 
and constructed experimentally by the 
Continuous Transit Company, and 
which was described in this paper for 
Noy. 24, 1923, page 899. The second 


plan is for a single moving platform 


running at the constant speed of 9.3 
m.p.h. 

The arrangement for gaining access 
to the platform is by means of a series 


One phase of the question being dis- 
cussed is the method of announcing 
stations. It has been suggested that 
the name of the station, accompanied 
by the legend “Prepare to Descend,” 
be outlined with red electric lights on 
a sign about 100 ft. in advance of the 
station, and that at the station the 
name with the single word “Descend” 
be shown. Since there is about six 
seconds time for the passenger between 
these signs, there is some possibility 
that riders may have to remain on 
board until the next station is reached. 


London Trail Cars to Be 
Abandoned 


The London County Council has 
adopted without discussion the proposal 
to abandon trail cars on its tramway 
lines. This was done after the highway 
committee of the Council had carried 
out a series of tests from which it con- 
cluded that while it would be possible 
considerably to reduce the schedule 


ae 


One of the Plans for a Paris Moving Sidewalk Has a Series of Approach 
Platforms Running at Graded Speeds 


A—Short approach platforms. 
show speeds in m.p.h, 


B—Section of approach platform moving 


Figures 


of short, narrow platforms at progres- 
sively increasing speeds. These will be 
arranged on the level or on a slight 
slope, as indicated in the plan shown 
herewith. They will be driven by a 
series of endless chains, ten speeds 
being provided in steps of slightly less 
than 1 m.p.h. from standstill to 9.3 
m.p-h., the speed of the main platform. 

The third plan provides partially or 
totally inclosed cars running at slow 
speeds at the stations, but auto- 
matically accelerated to high speeds 
between stations. This is to be accom- 
plished by a form of worm drive, a 
series of endless screws being sunk 
beneath the platform. A maximum 
speed of 24 m.p.h. would be provided 
between stations and 3 m.p.h. at the 
loading platforms. The average speed 
attained, 12.7 m.p.h., is considerably 
in excess of the minimum speed of 9.3 
m.p.h, demanded by the commission in 
charge of the project, and likewise in 
excess of that of the two competing 
systems. Methods of embarking and 
disembarking from the speed of 3 
m.p-h. at the stations have not been 
disclosed. 


\ 


at same speed as main platform, 9.3 m.p.h. 


C—Flexible partitions moving at same 
speed as platforms alongside. 


time of trail trains, it was more eco- 
nomical to use motor cars only. It was 
considered that in order to increase the 
number of passengers every gain in 
speed is desirable, and furthermore 
tends to economy and to enhance the 
popularity of the service, which it was 
felt can best be done with motor cars 
alone. It was decided, therefore, that 
the tramways must keep pace with and, 
if possible, be in advance of other 
forms of transportation. Trailers were 
first introduced into London in 1914 
after considerable opposition by the 
metropolitan police authorities. 


Tramways or Railless 


The Bradford Tramways is consider- 
ing the advisability of the introduc- 


‘tion of railless electric traction as 


tramway tracks in the city wear out. 


- Already twenty railless cars are in use. 


Repairs and maintenance of permanent 
way in Bradford cost the equivalent of 
nearly one penny per car-mile. On 
the other hand, the railless system 
working expenses were 164d. per car- 
mile, compared with 18d. for the tram- 
ways. 


London Holiday Traffic 


On Boxing Day (Dec. 26) the Lon- 
don underground group of railways, 
tramways, and buses carried about 
3,500,000 passengers, or 500,000 more 
than on the corresponding day of the 
previous year. These figures do not 
include the traffic on the London County 
Council tramways. 


No Season Tickets in Edinburgh.— 
Edinburgh Town Council has negatived 
a proposal to extend the season ticket 
arrangement on its tramways, which 
is in use on one section. The tram- 
way manager recommended a_ six 
months experiment, but the chairman 
of the tramways committee stood out 
for no change, on the ground that sea- 
son tickets would mean a tremendous 
loss of revenue. 


Standards for British Traction Mo- 
tors.—A new standard specification 
for the electrical performance of direct- 
current, series-wound traction motors 
has been published by the British Engi- 
neering Standards Association, super- 
seding one previously in use. The speci- 
fication keeps closely in line with that 
for traction motors of the American 
Inistitute of Electrical Engineers. 


New Linings for London Tubes.— 
Contracts amounting to £765,000 have 
been placed by the London underground 
railways for 85,000 tons of cast iron 
lining segments to be used for enlarging 
the tunnels of the southern section of 
the City & South London Railway and 
for the extension about to be con- 
structed between Charing Cross station 
of the Hampstead line and Kennington 
station of the City and South London 
line. No information has yet been 
given out as to the cost of the lining 
for the enlarged tunnels of the northern 
section of the City & South London 
Railway nor that of the new connecting 
line between it and Hampstead railway. 


London Tube Railway Extension.— 
Work has just been begun on the exten- 
sion of the City & South London Railway 
from its present terminus at Clapham 
Common to Morden on the southwestern 
outskirts of the metropolis, a distance 
of more than 5 miles, of which 4% miles 
will be in tunnels. Service shafts at 
points near the sites of the future sta- 
tions will be driven vertically into the 
ground to varying depths and down 
them will be lowered the rotary ex- 
cavators which will drive the tunnels 
through the clay. Each excavator will 
have a forward drive of from 20 to 25 
ft. per day. It is expected that the 
construction of the new line will be ac- 
complished in record time. There will 
be seven stations on the extension, 
which will serve a population of about 
300,000. It is estimated that 50,000,000 
passengers will be carried annually. 


London Tube Railways Install More 
Escalators——At Liverpool Street sta- 
tion of the Central London Railway 
a fifth escalator of the reversible type 
is to be installed. The total capacity 
of the five will be 36,000 passengers 
per hour. This new moving stairway is 
part of the large escalator scheme men- 
tioned in ELEcTRIC RAILWAY JOURNAL 
Jan. 23, 1923. No fewer than twenty- 
eight escalators are to be installed to 
replace lifts, the cost being £1,000,000. 
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Financial and Corporate 


Twin Cities Railways 
Doing Well 


Report for Year 1923 Shows Balance of 
$1,360,067 After Taxes and 
Preferred Dividends 


The Twin City Rapid Transit Com- 
pany, Minneapolis, Minn., and subsidia- 
ries report for 1923 a balance of $1,- 
360,067, equal to $6.18 a share on the 
$22,000,000 common stock outstanding, 
after deducting taxes, interest, rents, 
preferred dividends, etc., as compared 
with a balance of $1,855,201 or $6.16 
a share, on the same amount of com- 


mon outstanding in 1922. The state- 
ment compares as follows: 
1922 1922 

Total operatingrevenue.. $13,463,111 $13,772,647 
Total operating expenses.. 9,537,841 9,914,325 

Net operatingrevenue.,. $3,925,270 $3,858,322 
Taxes assignable to rail- 

way operations. . 5 1,373,069 1,251,924 

Operating income. . $2,552,201 $2,606,398 
Non-operating income. 116,936 69,241 

Gross income... $2,669,137 $2,675,639 
Interest, rents, etc... 1,099,070 1,110,438 

Net income 3 $1,570,067 $1,565,201 
Preferred dividends. . 210,000 

Balance. . $1,360,067 $1,355,201 
Common dividends. . 1,320,000 880,000 

RSAUEH oY RITE tae aig ae $40,067 $475,201 
Previous surplus.......... 1,722,735 1,211,202 

Ota RT eee fea Bad ce $1,762,802 $1,686, 403 
Adjustment. 240.000.0054. 11,290 36,332 

Finalsurplus......... $1,774,092 $1,722,735 


Horace Lowry, president, in his re- 
marks to the stockholders said that on 
Oct. 8, 1923, hearings were commenced 
before the Railroad & Warehouse Com- 
mission of the State of Minnesota for 
the purpose of determining the value of 
the property of the Minneapolis Street 
Railway, fixing a reasonable rate of re- 
turn thereon, and the rate of fare to be 
charged by that company. The hear- 
ings have continued, with short re- 


cesses, but the taking of testimony had + 


not been completed at the time he 
spoke. 

Similar hearings will follow before 
the commission for the purpose of de- 
termining the value of the property of 
the St. Paul City Railway, fixing a rea- 
sonable rate of return thereon, and the 
rate of fare to be charged by that com- 
pany. The railway officers are using 
every effort to hasten the final deter- 
mination of the value of the properties. 

Mr. Lowry explained that because 
the unsettled situation confronting the 
companies is likely to continue until 
the valuation of the properties is finally 
determined only such additions, exten- 
sions and improvements have or can be 
made as are urgently required and fully 
justified by increase in travel and nec- 
essary convenience to the car riders. 

The engineers of the subsidiary com- 
panies have been experimenting for 
more than two years in the development 
of a light weight car which would be as 


nearly noiseless in operation as possible. 
Mr. Lowry says it is believed they have 
succeeded in building a car which is in 
advance of anything else in operation in 
any other city of the country. 


Net Income for Year in 
Philadelphia $1,800,000 


For the twelve months ended Dec. 31, 
1923, the Philadelphia Rapid Transit 
Company, Philadelphia, reports a net 
income of $1,800,000, compared with 
$1,829,278 for the previous year. 

In 1923 the amount available after 
providing the net income of exactly 
$1,800,000 for the 6 per cent dividend 
upon the Philadelphia Rapid Transit 
Company stock fell short by approxi- 
mately $50,000 of providing for the full 
10 per cent co-operative wage dividend 
upon the wages received by the em- 
ployees during the year. 

For the twelve months of 1923 the 
number of passengers was 917,787,230, 
compared with 848,883,512 for 1922. 
The passenger revenue for 1923 was 
$44,249,361, compared with $41,758,763 
for 1922. 


Stock Dividend Proposed 
in Brooklyn 


A special meeting of the _ stock- 
holders of the Brooklyn City Railroad 
has been called for Feb. 6 to take ac- 
tion on a proposal to increase the com- 
pany’s capital stock from 1,200,000 
shares, par value $10, to 1,600,000 
shares of the same par value. The in- 
crease, if approved, will be distributed 
as a stock dividend to the share- 
holders. 

In a letter to the stockholders Frank 
Lyman, president of the company, calls 
attention to the fact that when the 
company, formerly leased to the Brook- 
lyn Heights Railroad, was returned to 
its owners for private operation divi- 
dends were withheld and capital ex- 
penditures in excess of $4,000,000 were 
made out of the earnings. It is now 
proposed to issue $4,000,000 par value 
additional stock against these expendi- 
tures. 

With the return of the properties 
from the lessee in 1919, according to 
President Lyman, the management of 
the Brooklyn City Railroad was con- 
fronted with the problem of raising 
large sums required for capital im- 
provements. This money was obtained 
by retaining in the treasury earnings 
otherwise available for dividends. The 
last dividend at the full rate of $1 a 
share a year was paid on July 15, 1919, 
and dividends were not again resumed 
at the 10 per cent rate until Sept. 1, 
1923, though three quarterly dividends 
had previously been paid at the rate of 
80 cents annually. In the last four 
years more than $4,000,000 has been 
spent for rolling stock and more than 
$600,000 for track reconstruction and 
roadway improvement. 
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Opposition Develops to $7, B00000 
Stock Issue for New Orleans — 
~Company dy 


The ordinance introduced by Com 
missioner Paul H. Maloney at the reg- 
ular meeting of the Commission Council 
of New Orleans, La., on Jan. 15, grant- 
ing authority to the New Orleans Pub- 
lic Service, Inc., to issue $7,500,000 
additional common stock for the pur- 
pose of providing funds for improye- 
ments to its property as well as ‘to 
increase its dividend rate on all common 
stock from 8 per cent to 9 per cent 
appears to have encountered opposition 
among the members of the Commission 
Council. This may delay if not imperil: 
adoption of the measure. The ordi- 
nance was to have been considered at 
the regular session of the Commission 
Council on Jan. 22, but its consideration 
was put off to the following day, when 
a special session of the Commission 
Council was called to take final action 
on the measure. No session, however, 
was held. 

Mayor McShane is one of those 
arrayed against the ordinance. 

Commissioner Ray said he thought 
the directors of the Public Service, Inc., 
were going too fast. There might come 
a time when an issue of stock by the 
New Orleans Public Seryice, Inc., pay- 
ing 9 per cent might be justified, but 
he felt such an issue was premature 
now. 

It has been made clear by Comite 
sioner Maloney that the permit sought 
by the Public Service, Inc., to pay a 
9 per cent dividend on its common stock | 
instead of 8 per cent, as is now being 
paid, will not affect the rate of return 
of 7.5 per cent the company urder the 
settlement ordinance, upon a rate base 
of $44,000,000, which has since been 
increased through reinvestments ta 
$53,000,000. 


Pittsburgh Receivers Discharged 


The receivership of the Pittsburgh 
Railways was terminated at midnight 
on Jan. 31 following the signing of the 
final decree by Judge W. H. S. Thomp- 
son in the United States District Court. 
In the presence of A. W. Robertson, 
vice-president and general counsel, and 
Attorney E. W. Smith, both of the 
Philadelphia Company, and Attorney 
George E. Alter, chief counsel for re- 
ceivers, C. A. Fagan, W. D. George and 
S. L. Tone, the order was made ef- 
fective giving the property back to the 
owners. The road had been in receiv- 
ers’ hands since 1918. 


Successful Year in Vancouver 


The net revenue of the British Col- 
umbia Electric Railway, Vancouver, 
B: C., for 1928 available for interest 
and dividends was more than. £416,472, 
compared with a little more than 
£409,233 in 1922. This fact was brought 
out at the twenty-seventh meeting of 
the company held in London in a state- 
ment prepared by R. M. Horne-Payne, 
chairman of the board. Mr. Horne- 
Payne’s speech brought out that the 
revenue shown in the profit and loss 
accounts did not include any profit on 
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exchange derived from the remittance 
of money from Vancouver to London. 
He commended in a warm manner the 
invaluable services rendered by the ex- 
ecutives in British Columbia, Messrs. 
Kidd, Murrin, Goward, Glover and 
others. He referred especially to the 
equitable and satisfactory settlement 
of the tramway fares on a permanent 
basis. 


- Way Being Cleared for 
Birmingham Sale 


All properties of the Birmingham 
Railway, Light & Power Company, 
Birmingham, Ala., will be sold to the 
highest bidder at public auction within 
the next few weeks. Lee C. Bradley 
and J. S. Pevear, co-receivers, dis- 
closed this fact to the members of the 
City Commission at a conference on 
Jan. 24 between the city commission- 
ers and the receivers. 

The principal thing which is hold- 
ing back the sale of the properties is 
the fact that the receivers desire to 
abandon a portion of the Tidewater 
line. The City Commissioners have so 
far refused to consent to this change. 
The Tidewater line is operated from 
East Lake to Ensley, a distance of 
some 14 miles. The receivers say the 
Tidewater line has lost $400,000 since 
it was taken over by the Birmingham 
Railway, Light & Power Company. It 
is stated that within thirty days after 
the matter of the Tidewater line has 
been satisfactorily adjusted the com- 
pany can lift the receivership. 

The receivers are also asking an 
extension of the thirty-year franchises. 
City Attorney Wynn stated that his 
opinion on this proposed franchise was 
not ready, but so far as he could see 
there would be no difficulty in this, if 
other matters were worked out. 


Approval of $13,000,000 San 
Francisco Issue Sought 


The Market Street Railway, San 
Francisco, Cal., has applied to the Rail- 
road Commission for permission to 
issue 15,000 first mortgage 7 per cent 
sinking fund gold bonds, each of $1,000 
par value (due April 1, 1940), secured 
by all the physical property of the 
company, and to sell $13,000,000 face 
value of the said bonds for a price of 
93 per cent of face value. 

In this connection it has been ex- 
plained that the railway desires to use 
the proceeds derived from the sale of 
these bonds for the payment and dis- 
charge of $4,269,000 of five-year 6 per 
cent collateral trust gold notes, due 
April 1, 1924, and $9,239,550 first con- 
solidated mortgage 5 per cent gold 
bonds, due Sept. 1, 1924. The remain- 
ing $2,000,000 face value of the pro- 
posed issue are to be held by the com- 
pany, subject to further authorization 
by the commission, to finance not to 
exceed 75 per cent of the cost of addi- 
tions and betterments. 

The bonds proposed under this issue 
were offered for public subscription at 
100 and interest on Jan. 8 subject to ap- 
proval of the commission. The offering 
was timed to take advantage of the 
first of the year reinvestment period. 


Another $15,000 Needed for 
Milwaukee Survey 


If the survey now under way by the 
street railway acquisition committee at 
Milwaukee, Wis., in connection with the 
proposal for the city to take over the 
property of the Milwaukee Electric 
Railway & Light Company is to be con- 
cluded an additional $15,000 to carry 
on the work will be needed. The last 
appropriation of $7,500 has been ex- 
hausted. The new appropriation has 
been included in the 1924 budget, but 
the additional expenditure must be 
approved by the finance committee of 
the Council. If the expenditure of ad- 
ditional money is approved it will make 
the total spent by the city in this in- 
vestigation and study approximately 
$50,000.. Fred S. Hunt, chairman of 
the acquisition committee, declares that 
this will be the final appropriation and 
promises that the work will be com- 
pleted within the next three or four 
months. The company’s properties 
have been valued up to and including 
1919, but compilations remain to be 
made of extensions and improvements 
carried out since that time. 


York Railways Does Better 


The York Railways, York, Pa., re- 
ports gross earnings of $2,007,461 for 
the year ended Nov. 30, 1923. The-net 
income after paying interest and tak- 
ing care of bond discount was $391,671. 
This compares with $303,331 for the 
previous year. The properties at York 
under the York Railways include the 
railway lines, the Edison Light & 
Power Company, the York Steam Heat- 
ing Company, the York Suburban Land 
Company and the York Transit Com- 
pany. The last mentioned is the bus 
operating subsidiary. It is at present 
operating one vehicle. This bus was 
placed in service on Aug. 17 between 
Dover and Dillsburg, a distance of 14 
miles. It connects with the Dover line, 
thus furnishing transportation from 
Dillsburg and Wellsville to York. 

The pamphlet report explains that 
the railway receipts indicate that the 
effect of automobile travel has been 
offset in the city, where satisfactory 
gains now appear, but that this point 
has not yet been reached on the subur- 
ban lines, where the decrease in riding 
continues. It is explained that this 
condition is obviously due to the exten- 
sion by the state and county of the 
system of concrete roads and the in- 
creased use of private motor cars. The 
combined railway receipts show an in- 
crease of $17,000 as compared with the 
year 1922. 


Auction Sales in New York.—At the 
auction rooms of A. H. Muller & Sons 
there were no electric railway secur- 
ities sold this week. 


. Sale of Winona Interurban in Pros- 
pect.—Negotiations are said to be under 
way for the purchase of the Winona 
Interurban Railway by interests con- 
nected with the Interstate Public Serv- 
ice Company, Indianapolis, Ind. The 
Winona property, extending from Peru 
to Goshen through Warsaw and Winona 


Lake, is the connecting link in a 
through interurban route from Louis- 
ville through Indianapolis to South 
Bend and Chicago. The company has 
been in receivershin for many years. 

New Member on Board.—The di- 
rectors of the Monongahela-West Penn 
Public Service Company, Fairmont, 
W. Va., have elected Harry Restofsky 
a member of the board to succeed 
E. Baline Moore. 

Officers Elected.—The Shamokin & 
Mount Carmel Transit Company, Mount 
Carmel, Pa., at the annual meeting of 
stockholders elected William Kiefer, 
Mount Carmel, president and general 
manager. He succeeds E. W. Samuel. 
Other officers of the company vice- 
president, F. W. Magrady; controller 
and secretary J. B. McConnell, Ash- 
land; treasurer, Fred Kiefer; solicitor, 
Voris Auten. The directors are: F. W. 
Magrady, Thomas J. Kiefer, J. Edgar 
Reed, Claude E. Womer, J. D. McCon- 
nell, W. A. Phillips and Fred Kiefer. 

Fewer Passengers in St. Louis.—The 
United Railways, St. Louis, carried 
318,278 fewer persons during the quar- 
ter ended Dec. 31, 1923, than for the 
corresponding quarter in 1922. The fig- 
ures were 70,895,101 for the 1923 quar- 
ter compared with 71,213,379 in the same 
period in 1922. The average number 
of cars in use during the 1923 quarter 
was 1,411 on week days, 1,333 on Sat- 
urdays and 675 on Sundays. This is 
slightly more than for the similar 
period during 1922. 

Railway Sells Park.—Brookside Park, 
between Athol and Orange, Mass., has 
been sold by the Northern Massachu- 
setts Street Railway to George Donley, 
Orange, who for four years past has 
managed the park under a lease from 
the company. The park comprises 16 


acres, with baseball diamond and 
amusement pavilions. 
Branch Discontinuance Allowed.— 


Permission has been granted by the 
California Railroad Commission to the 
San Francisco-Sacramento Railroad to 
discontinue operation of its San Ramon 
branch between Saranap and Diablo. 
It was shown at public hearings con- 
ducted by the commission that the com- 
pany was unable to finance the neces- 
sary repairs and construction work to 
place the line in proper working order 
and that its continuance would work 
hardship upon the company. 


$4,000,000 of 64 per Cent Bonds 
Offered at Par.—Alexander Brown & 
Sons, Baltimore, and E. H. Rollins & 
Sons, New York, offered for subscrip- 
tion at par and interest on Jan. 28 
$4,000,000 of Maryland Electric Rail- 
ways first and refunding 6% per cent 
bonds, due Jan. 1, 1957. The utility 
represents a consolidation of the prin- 
cipal subsidiaries of the United Rail- 
ways & Electric Company, which does 
the entire electric railway business in 
and around Baltimore. The bonds, 
while bearing the guaranty of the 
United Railways & Electric, are also 
a first mortgage on a portion of the 
company’s properties and a direct mort- 
gage on the balance. During the past 
ten years the company has never failed 
to earn more than 2.16 times all 
charges. 
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Sentiment Favors Railway 


Many Expressions of Appreciation at 
Atlanta of Work of Local Company 
Seeking Fare Advance 


William Pollard, well-known Atlanta 
labor leader, on Jan. 23, not only ad- 
vocated the proposed changes in fares 
for the Georgia Railway & Power Com- 
pany to 10 cents, with 2 cents for a 
transfer, but recommended that other 
labor indorse them as well. Mr. Pol- 
lard’s statement was made at the close 
of an address by H. M. Atkinson, chair- 
man of the board of the company, be- 
fore the Atlanta Federation of Trades 
at the Labor Temple. 

Mr. Pollard declared that the rail- 
way offered the only real means of 
transportation the average laboring 
man had, and that it would indeed be 
most unfortunate if its ability to serve 
the public was reduced either by de- 
sign or inadvertently. He said further 
that the railway was the only employer, 
to his knowledge, that had offered to let 
the public audit its books and help it 
find a fair way to manage its business. 
He said: 

Let’s give the company a living wage. 
If there’s a fairer plan, let’s show it to 
the officers of the company. If there isn’t, 
let’s try this one out. The company has 


done its best to be fair with us in this 
matter—let’s be fair to it. 


Real estate men came to the rescue 
of the company at the third public hear- 
ing on its proposed changes in rates 
held on Jan. 22. They declared that 
only 10 per cent of the people of Atlanta 
had any means of transportation other 
than the railway and pointed out the 
vast amount of money paid by the 
company in taxes each year. 

J. R. Smith, local real estate dealer; 
Hollins Randolph, chairman of the 
Stone Mountain Memorial Association, 
and Mr. Atkinson were the principal 
speakers. 

Mr. Smith sprang a surprise on the 
meeting. when he told how the real 
estate interests he represents had 
offered to build the necessary railway 
extensions and give them to the com- 
pany in order to have cars operated 
to the suburbs. The railway had, how- 
ever, been compelled to refuse to accept 
this offer, as it could not afford to 
operate cars on the tracks even if the 
property owners built them and gave 
them to it. He said the company should 
be protected against the loss of its 
profitable short-haul traffic to the jit- 
neys while it is compelled, by its con- 
tracts, to haul people a distance of 15 
miles in some instances for a 7-cent 
fare. Mr. Smith said that the com- 
pany had paid more than $5,750,000 in 
ad valorem taxes since the present con- 
tract was put into effect, and as the 
largest single taxpayer in the city it 
was entitled to some consideration. 

Mr. Atkinson spoke about the injus- 
tice of compelling the railway to pay 
paving taxes when it was really the 
jitney and the automobile that wore 
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the paving out. He then went into 
the history of the paving charge from 
the old horse car days. 

A change in fare of from 7 to 10 
cents, elimination of jitneys from 
streets on which street cars are oper- 
ating and relief from paving assess- 
ments are some of the things the rail- 
way is asking of the Council. A series 
of public hearings is being held in order 
that both the company and jitney oper- 
ators may give their sides of the case. 


Jacksonville Fare Issue Continued 


The hearing on the application of the 
Jacksonville Traction Company, Jack- 
sonville, Fla., for an increase in fares 
has been continued until March 4. 
The company has not asked for a 
specific increase. Meanwhile the fare 
will remain at 7 cents. 

The chief witness for the company 
was C. F. W. Wetterer, vice-president. 
He said that the 3 per cent gross tax, 
the paving charges and the free rides 
to city employees were burdens the 
company should not be called upon to 
bear. In referring to the 7-cent fare, 
which was put into effect in December, 
1920, he said that the number of 
passengers decreased 17 per cent 
against the estimated 14 per cent, but 
that the gross receipts increased. One 
of the main reasons given for the loss 
in passengers was the increase in the 
number of automobiles. 


Charges Illegal Operation of 
Jitneys in Muncie 


The Union Traction Company of Indi- 
ana recently started suit in the Superior 
Court against twenty-five owners of 
jitneys in Muncie, Ind. The company 
asked for an order enjoining the de- 
fendants from operating buses on 
streets upon which the tracks of the 
company are laid until a notice of hear- 
ing can be given for a permanent in- 
junction. 

The railway contends that all of the 
defendants are operating contrary to 
the city ordinance affecting jjitneys; 
that they so operate their buses as to 
precede the plaintiff’s cars until the 
bus has gathered the desired load; that 
the speed of the jitneys imperils the 
safety of passengers and employees on 
the railway, and that more than 1,000 
passengers a day are carried by the 
buses who would ordinarily be accom- 
modated on the street cars. The com- 
pany also charges that few -of the jit- 
neys have paid either the license or 
the registration fee. Y 

The company charges, in short, that 
the operation of jitneys on the street 
is an unlawful invasion of the plain- 
tiff’s franchise with the city. The com- 
pany then goes on to show the con- 
trast in the amount of taxes paid by 
the defendant and by the railroad com- 
pany itself. 


Rate Matter Settled Out of Court 
The suit of the Augusta-Aiken Rail- 


way & Electric Company against the — 


Georgia Public Service Commission was 
dismissed on Jan. 23 in the Federal 
Court at Atlanta following an agree- 
ment of counsel on both sides. 


The case originated in May, 1921, © 


when the commission ordered a reduc- 
tion in rates in the territory served 
by the company. The company, in turn, 
sought an injunction to prevent the 
rates ordered by the commission from 
being put into effect. 

Later Judges King, Sibley and Clay- 
ton, of the Federal Court, granted an 
interlocutory injunction restraining the 
commission from interfering with the 
10-cent fare then being charged, but 
permitting the commissicn to enforce 
the lower light and power rate sched- 
ule as laid down by it. There the mat- 
ter has rested since the granting of 
the injunction some months ago. Under 
the terms of the settlement just reached 
the company will charge the rates for 
light and power ordered by the com- 
mission, but will continue to charge a 
10-cent fare on the railway. 


Fare Increased.—The Hutchinson In- 
terurban Railway, Hutchinson, Kan., 
has been authorized hy the State Public 
Utilities Commission to increase its 
fare from 6 cents to 8 cents. 

De Luxe Buses for Providence.— 
The United Electric Railways, Provi- 
dence, R. I., will place in operation 
shortly after Feb. 15 on its Providence- 
Arctic line three Fageol safety coaches. 
This bus route is not new, but has now 
in operation buses of an older and less 
commodious type. A number of inde- 
pendent jitneys also follow this route. 


Five-Cent Fare Will Continue.—The 
5-cent fare on the lines of the Public 
Service Railway in New Jersey will 
continue for the present at least, al- 
though the four months trial period, 
which started on Oct. 1, expired on 
Feb. 1. The 5-cent rate was adopted 
by the company on Oct. 1 at the sug- 
gestion of the State Board of Public 
Utility Commissioners after the com- 
pany had filed a tariff for a 10-cent 
cash fare. The company’s financial re- 


_port for the first two months of the 


period showed deficits of more than 
$300,000 monthly. 

Additional Bus Provided.—The Twin 
State Gas & Electric Company on Jan. 
9 began operating an additional bus 
from West Brattleboro to Brattleboro, 
Vt., due to an increase in patronage. 


Bus Franchise Awaits Ratification. 
The Board of Public Works of South 
Bend, Ind., recently approved an agree- 
ment for a ten-year franchise to the 
Chicago, South Bend & Northern Indi- 
ana Railway for the operation of buses 
subject to ratification by the Common 
Council. A clause in the agreement 
entered into by the board and the trac- 
tion company provides that the buses 
shall operate on schedules after June 
1, 1924 and shall carry no advertising 
on the outside of the buses other than 
the name of the line. The new route is 
from Washington Avenue and Main 
Street, and after passing through va- 
rious streets, back to its starting point. 


Vol. 68, No. 5 


February 2, 1924 


HLECTRIC RAILWAY JOURNAL 


197 


| 

Fight on Trolley Bus Routes.—The 
railroad and telegraph committee of the 
City Council of Toledo, Ohio, has ap- 
proved the Fearing-Detroit Avenue 
route for the new cross-town line to be 
5.5 miles in length and twelve trolley 
buses. This is the route recommended 
by Street Railway Commissioner Cann. 
Another longer route was approved by 
the city plan commission based upon 
studies made by its own engineers and 
investigators. The cost of the project 
is estimated at $157,000. 


Tickets and Buses in Cumberland.— 
The Cumberland Electric Railway, 
Cumberland, Md., put two buses -in 
operation Jan. 1 connecting with and 
transferring to the electric lines. The 
bus fare is 10 cents, which includes 
transfer. The transfer from the elec- 
tric line to the bus costs the fare plus 3 
cents additional at the transfer point. 
The bus line will be an experiment and, 
if satisfactory, additional lines will be 
routed to cover other sections of Cum- 
berland to suburbs not served with 
traction lines. Every effort will be 
made to attract more passengers to 
patronize the cars and buses. 


Announces Fare Increase.—The Cleve- | 


land & Eastern Traction Company has 
announced an increase in fare effective 
Jan. 27, subject to the approval of the 
Ohio Public Utilities Commission. The 
rate of fare from Lee Road to Chardon 
will be increased from 75 cents to 90 
cents. The rate to Burton will be raised 
from 80 cents to $1 and to Middlefield 
it will be $1.20 instead of 95 cents. 
Robert D. Beatty, general manager, 
stated that if this did not remedy the 
_ trouble there would be an application 
to the Public Utilities Commission for 
abandonment as the revenue had not 
met the operating expenses and taxes. 


“Front Way Out” in Williamsport.— 
The Williamsport Passenger Railway, 
Williamsport, Pa., has started a “front 
way out” policy. All cars now stop at 
the near side of all crossings. Passen- 
gers enter by the rear doors and leave 
by the front doors. In the past pas- 
sengers were accepted at either end. 


_.Prepeses Uniform Five-Cent Fare.— 
A uniform 5-cent fare in the city of 
Providence on trolleys, buses and jit- 
neys was proposed in a bill introduced 
in the House recently by Representa- 
tive James H. Kiernan of- Providence 
and referred to the judiciary commit- 
tee. The proposed act directs the Pub- 
lic Utilities Commission to devise a 
system of schedules and rates and place 
the 5-cent fare in operation not later 
than July 1, 1924. 


Bus Suggested to Replace Railway.— 
The Pacific Electric Railway Los An- 
geles, Cal., has applied to the Railroad 
Commission for a certificate to operate 
an auto stage service between Pasadena 
and Shorb in place of the electric rail- 
way service now maintained. 

_ Changes in Bus Operation Sought.— 
The Jamestown Street Railway, James- 
town, N. Y., wants a new deal with 
respect to bus operation. The company 
discontinued bus service on Jan. 1 on 


the North and South side lines because 
the results were unsatisfactory. These 
lines are operated under temporary per- 
mits whereas the West side bus line, 
understood to have been profitable, is 
run under a franchise that does not 
expire for three and a half years. In 
order to provide adequate bus service 
and justify the investment of the addi- 


SKE 
Legal Notes 


tional capital the company wants a 
blanket franchise of twenty years. It 
also wants a 10-cent bus fare with 
transfer from bus to bus or bus to trol- 
ley and a 2-cent charge for a transfer 
from a trolley to a bus. The fare on the 
railway and the bus has been the same, 
8 cents cash with five tickets for 35 
cents. 


Iowa — Time When Passenger Has 
Alighted Defined. 


An instruction that if, after the car 
stopped to permit the passenger to 
alight, and she had a reasonable time 
to do so and stepped from the car to 
the pavement, and, after alighting from 
the car and being free therefrom, she 
fell to the pavement and sustained in- 
juries, the carrier would not be liable, 
fully and properly covered a refused 
instruction that the relation of carrier 
and passenger continued only to the 
time she left the car. [Mathis vs. Des 
Moines City Ry., 195 Northwest Rep., 
620.] 


Kansas — Operation of Unprofitable 
Extension of Street Car Line Re- 
quired. 

A street railway company built an 
extension, operation of which proved 
unprofitable, and it was abandoned, but 
the company still operated by virtue of 
the franchise, 4.6 miles of railway. The 
court held that the operation of the 
extension may be compelled by man- 
damus. [City of Salina vs. Salina 
Street Railway, 220 Pacific Rep., 203.] 


MASSACHUSETTS—Duty of Company in 
Case of Crowded Car. 

Evidence showed that the plaintiff 
entered the car when there was ample 
room in it and took her seat. Later, 
the car became very crowded. When 
she left, she managed with hard strug- 
gling to get out to the vestibule, where 
she got pushed out of the door. The 
conductor was standing at his post and 
said nothing and did not ask if she 
was hurt but started the car right off. 
The court found this action did not 
show any breach of duty by the com- 
pany. [Rogers vs. Boston Elevated 
Railway, 141 Northeast Rep., 285.] 


NEw JERSEY — Automobile Driver Not 
Licensed May-Recover for Injuries. 
The rule established in New Jersey 
is that where one who is unlawfully 
traveling on a highway, as in an auto- 
mobile which has never been registered 
under the statute and without a driver’s 
license, in, violation of the statute, is 
injured by the negligence of another, 
he may recover for his injuries, unless 
his violation of the law contributes to 
the accident or is its proximate cause. 
{Muller vs. West Jersey & S. R. Co., 
122 Atlantic Rep., 693.] 


NEw York — Statutory Responsibility 
of Automobile Driver Dependent 
on Proper Location of Dise Sign. 


Where a dise sign, provided for by 


Railroad Law, Sec. 53-a, was located 
only 230 feet from a crossing in the 
open country, where physical conditions 
did not interfere with the location of 
the sign at the required distance of 300 
feet or more from the crossing, the 
statutory duty of an automobile driver 
to reduce speed to a safe limit and 
to proceed cautiously did not attach. 
[Fleahman vs. Schenectady Railway 
Company et al, 201 New York Sup., 
607.] 


Texas—Whether Car Split Switch Be- 
cause of Street Railway’s Negli- 
gence Held for Jury. 

Where a car “split” a switch, result- 
ing in a sudden stop of the car, and a 
jury in the county district court held 
that the company was not liable for the 
accident, presumably on the theory that 
gravel from the adjacent road may have 
been thrown into the switch by the 
movement of the first truck, the Court 
of Civil Appeals of Texas will not in- 
terfere with the verdict. [Heck et al. 
vs. San Antonio Public Service Com- 
pany, 255 Southwest Rep., 811.] 


TExaS—A Construction Company Is 
Required to Use Ordinary Care in 
Placing Things on the Street At- 
tractive to Children. 

The rule that most things can be 
constructed by an owner on his prop- 
erty without any thought of injury to 
children who may trespass thereon 
should not be extended to structures 
erected wholly or in part upon the 
public walks and streets. Hence, a 
seven year old child, injured while at 
play on cross-ties piled partly on a 
public sidewalk, is not guilty of con- 
tributory negligence as a matter of law. 
[Charles vs. E] Paso Electric Railway, 
254 Southwest Rep., 1094.] ; 


UtTAH—Passenger Who Had Standing 
Room Elsewhere Held Contribu- 
torily Negligent in Assuming Posi- 
tion on Crowded Side Steps of an 
Open Car. 

A passenger who suffers discomfort 
and is injured through the carrier’s 
fault in failing to provide adequate 
accommodations and protection may 
recover damages for those discomforts 
as well as for his injuries. This ruling, 
however, does not cover the case of a 
passenger who, to avoid the heat and 
smoke in a smoking car, where he had 
standing room, left it and boarded the 
already over-crowded side step of an 
open car from which he fell when the 
car lurched in passing over a crossing. 
[Taylor vs. Bamberger Electric Rail- 
way, 220 Pacific Rep., 695.] 
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Important Transfers in Stone & 
Webster Organization 


David Daly, formerly district man- 
ager of the Middle West group of prop- 
erties under Stone & Webster executive 
management, has been elected presi- 
dent of the Blackstone Valley Gas & 
Electric Company, Pawtucket, R. I. 

Samuel B. Tuell, formerly district 
manager Houghton County Electric 
Light Company and Houghton County 
Traction Company, Houghton, Mich., 
has been made district manager of the 
Middle West companies in place of 
Mr. Daly, these including the Missis- 


sippi River Power Company, Keokuk 


Electric Company, Keokuk, Iowa; Fort 
Madison Electric Company, Fort Madi- 
son, Iowa; Paducah Electric Company, 
Paducah, Ky., and also the Houghton 
companies above mentioned. 

Walter H. Burke, who has been man- 
ager of the Keokuk Electric Company, 
has been appointed manager of the 
Houghton County companies. 

Walter M. Bird, formerly manager 
of the Fort Madison company, succeeds 
Mr. Burke as manager of the Keokuk 
company. 

' Philip M. Wentworth, formerly as- 
sistant manager of the Truckee River 
Power Company, Reno, Nev., has been 
appointed manager of the Fort Madi- 
son company. 


H. U. Wallace Appointed 
to Knoxville 


H. U. Wa'lace has been appointed 
assistant general manager of the Knox- 
ville Power & Light Company, Knox- 
ville, Tenn. He goes to Knoxville from 
Little Rock, Ark., where since early 
1923 he has fulfilled the duties of as- 
sistant general manager of the Arkan- 
sas Central Power Company. 

Mr. Wallace is the personification of 
activity, having at various times with 
untiring energy given his best to many 
utilities, including the Western Light 
& Power Company, the Chicago, Lake 
Shore & South Bend E’ectric Railway 
and the Fort Dodge, Des Moines & 
Southern Railway. His earliest well- 
known connection was with the Illinois 
Central, which he served in the réle 
of superintendent and chief engineer 
from 1894 to 1905. He then branched 
off in private consulting work, only to 
return to the utility game as general 
manager of the Chicago, Lake Shore & 
South Bend Interurban. While he 
served the Fort Dodge, Des Moines & 
Southern Company he supervised the 
completion of the electrification of 
that line, which was part electric 
and part steam. Mr. Wallace was 
again in the limelight in 1912 upon 
his acceptance of the post of vice-presi- 
dent and general manager of the West- 
ern Light & Power Company. Here he 
remained until 1918, when he joined 
the army as Major of Engineers. He 
left the service on April 1, 1919, en- 


gaging in private practice until his 
appointment early in 1923 as assistant 
general manager of the Little Rock 
Railway & Electric Company. 


Harry Reid Heads C.E.R.A. 


President of Indianapolis-Louisville In- 
terurban Elected at Indianapolis 
to Direct Work of Association 


Harry Reid, outstanding progressive 
among interurban men of the central 
territory, was elected president of the 
Central Electric Railway Association 
at its meeting in Indianapolis on 
Jan, 25. Mr. Reid is best known as 
president of the Interstate Public 
Service Company, which operates a 
high-speed interurban line between In- 
dianapolis and Louisville and an ex- 
tensive system of light and power 
properties in this territory, but he is 


Harry Reid 


also president of the Kentucky Utilities 
Company, supplying gas and light and 
power to a group of Kentucky com- 
munities. ; 

The activities of Mr. Re‘d’s com- 
panies have frequently been the sub- 
ject of articles in this and other publi- 
cations, since he has been in a 
measure pioneering in the central ter- 
ritory through his work of developing 
the lines now operated as one system 
between Indianapolis and Louisville. 
This development has included the in- 
stallation of high-speed modern pas- 
senger cars, the inauguration of a very 
successful and rapidly growing freight 
business, the general modernization of 
the property, and more recently the 
inaugurat on of club-dining car service, 
with sleeping cars on order for instal- 
lation within the next few months. 

Mr. Reid is distinctly one of the 
doers in the utility business. He has 
surrounded himself with an active or- 
ganization wh‘ch is succeeding in de- 
veloping a rapidly increasing business 
in all departments. He has been ac- 
tive in both the national railway and 
power associations as well as the 
state and sectional associations in his 
territory and is one of the most popu- 
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lar of the executives in the central dis- ° 


trict. He was recently made a mem- 
ber of the executive committee of the 
American Electric Railway Association. 

Mr. Reid was born in Johnstown, 
N. Y., on Dec. 31, 1879. He entered 
the utility field at the age of twenty- 
one years as cashier with the Fulton 
County Gas & Electric 
Johnstown. He served that company 
in every capacity except manager until 
1907, when he went to Kentucky and 
located at Versailles, where he bought 
and rebuilt the electric lighting system, 
Completing this, he followed up his 
work by syndicating a number of 
utility properties in that territory. 
Out of these operations grew the Ken- 
tucky Utilities Company, with offices in 
Lexington. Mr. Reid was vice-president 
and general manager of this company. 
In 1916 the offices of this company, 
then owning and operating thirty-six 
utilities in Kentucky, were moved to 
Louisville. Meantme, Mr. Reid had 
succeeded in interesting the Insull in- 
terests in this territory and the Ken- 
tucky Utilities Company became a part 
of the Insull holdings and Mr. Reid 
was made-president. Later the proper- 
ties which now are comprised in the 
Interstate Public Serv'ce Company 
were purchased and Mr. Reid became 
president of that company in 1917. 

Undoubtedly one of the strongest 
reasons for Mr. Reid’s success in the 
utility business has been his keen sense 
of the interests of the public. He is 
steadily aiming to provide a superior 
service and that policy is responsible 
for the return the public is giving in 
the way of growing business. 


New Officers Named for 
Pittsburgh Railways » 


Thomas Fitzgerald, who has been act- 
ing for the Philadelphia Company in 
connection with the handling of that 
company’s interests in the Pittsburgh 
Railways, has been appointed general 
manager of the Pittsburgh Railways. 

Frank R. Phillips, long associated 
with the Pittsburgh Railways as super- 
intendent of equipment, acting manager 
and general manager under the re- 
ceivers, has been appointed mechanical 
and electrical engineer of the company. 

William H. Boyce, now with the 
Beaver Valley Traction Company, has 
been appointed commercial manager of 
the Pittsburgh Railways. 

Announcement of these appointments 
was made on Feb. 1 following the lift- 


‘ing of the receivership that day. 


George Kuhn, acting superintendent 
of equipment of the International Rail- 
way, Buffalo, for the last five months, 
has been appointed to the position 
permanently. He will report to H. L. 
Mack, vice-president of engineering. 

A. M. Farrell, formerly traffic man- 
ager of the Eastern Wisconsin Electric 
Company in Oshkosh under B. W. 
Arnold, who recently resigned in order 
te assume the management of the 
motor coach department of the Chicago, 
North Shore & Milwaukee Railroad, 
has been placed in charge of the street 
and interurban railway properties of 
the company in Oshkosh. He will work 
under M. H. Frank. 


Company, - 
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Fred E. Schornstein, whose resigna- 
tion from the Eau Claire property was 
referred to in the ELECTRIC RAILWAY 
JOURNAL for Jan. 19, will join the 
Adirondack Light & Power Corpora- 
tion at Schenectady, N. Y. 


Obituary 


Henry St. Clair Putnam 


Henry St. Clair Putnam, well-known 
consulting engineer of New York, died 
Jan. 30. His most important work in 
the electric railway field was that which 
he did for his firm in connection with 
the electrification of the Manhattan Ele- 
vated Railroad, New York, the system 
of the Interborough Rapid Transit, that 
city; the Hudson & Manhattan Rail- 
road, operating under the river be- 
tween New York and New Jersey, and 
the Westchester & Boston Railroad, a 
high-speed electric line on a private 
right-of-way extending out of New 
York into Westchester County. More 
recently Mr. Putnam had turned his 


attention to the possibilities of the mov- 


ing platform. He was president of 
the Continuous Transit Company, which 
installed a demonstration plant in 
Jersey City, described in the ELECTRIC 
RAILWAY JOURNAL, issue of Nov. 24, 
1923. 

Mr. Putnam was a man of unusual 
talents. He was educated in both law 
and science, but after engaging for a 
short while in the practice of law. he 
turned to engineering. He first served 
with the Thomson-Houston Electric 
Company. He next turned to the manu- 
facture of are light carbons and served 
with the Thomson-Houston Carbon 
Company, the Brush Carbon Company 
and the American Carbon Company. 
Later he established himself as a con- 
sulting electrical engineer in Chicago, 
where he worked from 1896 to 1900. 
He then removed to Philadelphia, where 
he remained for two years. Following 
this he entered into partnership with 
L. B. Stillwell forming the firm of 
Stillwell & Putnam, with which he re- 
mained from 1902 to 1922. He was also 
consulting engineer for the Hoosac Tun- 
nel electrification of the New Haven 
Railroad. 


Charles Kilgour, vice-president of the 
Toledo, Bowling Green & -Southern 
Traction Company, Findlay, Ohio, died 
Jan. 18. Mr. Kilgour was an electrical 
engineer and after he was graduated 
from schools in the East he became 
associated with the Thomson-Houston 
Company of Lynn, Mass., which later 
became the General Electric Company. 
He remained with that concern until 
he retired from active business some 
years ago. Mr. Kilgour had been mak- 
ing his home in Ripley, N. Y., for the 
past five years. The Toledo, Bowling 
Green & Southern Traction Company, 
of which Mr. Kilgour was _ vice- 
president, is owned by Cincinnati in- 
terests. Mr. Kilgour was fifty-eight 
years old. He was: the son of John 
Kilgour and brother of Bayard Kilgour, 
both of whom have long been prominent 
in traction affairs in Ohio. 


Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Equipment Makers 
Doing Well 


Prosperity Among Them is Genera]— 
Laconia Car Being Put on 
a Firm Basis 


Preliminary reports in which esti- 
mates are made of the earnings of the 
makers of railway equipment of ail 
kinds indicate that such companies gen- 
erally had a very good year during 
1923. Moreover, it has been shown that 
a considerable quantity of business has 
been carried over into 1924 and that 
plants generally are booked ahead for 
fairly long periods. Best of all, no 
diminution is being shown in the 
amount of new business coming in. 

All this has been reflected in the 
market price for the equipment shares. 
On the whole, these prices have climbed 
steadily in accordance with the increase 
in their intrinsic worth until some record 
high prices of recent years have been 
made. On the other hand, there have 
been one or two sensational advances 
in the quoted price of securities based 
on reports of consolidations or pur- 
chases that have not materialized. 

Naturally the makers of equipment 
lave been enabled in consequence of the 
steadily increasing volume of their 
sales, materially to strengthen their 
financial position. In the car building 
field one of the companies that has per- 


haps been helped most by the uninter- 
rupted demand for manufactured ar- 
ticles is the Laconia Car Company. In 
consequence the officers of that com- 
pany have under way a plan of read- 
justment of the capital of the company 
which it is thought will take care of 
its financial needs for some time. For 
the past three years the business of the 
company has been good and prospects 
appear ahead that would justify the 
resumption of dividend payments. The 
credit of the company, ‘however, and 
the limited working capital have been 
such that it was hardly practical to 
consider this until some means had been 
found for raising the money necessary 
to pay the present accumulated divi- 
dends on the preferred stock. 

Part, at least, of these dividend 
accumulations of $700,000 on the pre- 
ferred stock could be paid in cash, but 
it has been deemed wiser not to deplete 
the company’s working capital. In lieu 
of the payment of the accumulated divi- 
dends in cash it has been proposed that 
preferred holders be given an additional 
10,000 shares of common stock and 
that the right be reserved to them to 
convert their preferred stock into com- 
mon stock on the basis of one share of 
preferred for four and one-half share. 
of common if converted within ninety 
days from the date the plan is declared 
operative, or for four shares if con- 
verted later. It was voted by the 
stockholders on Jan. 25 to put this plan 


ELECTRIC RAILWAY MATERIAL PRICES—JAN. 30, 1923 


Metals—New York 


yas er, electrolytic, cents per Ib.. 12.687 
,cents perlb../............. 8.025 
Niekel, cents per Ib. 28 00 
Zino, cents perlb........ 6.837 
Tin, Straits, cents per lb 48 25 
Aluminum, 98 to 99 per cent, cents per Ib.. 27.50 
Babbitt metal, warehouse, cents per lb.: 
MAI ErAGe rics sarc eels visi aie vsis's oe sie 52.00 
Commercial ee tciertaatets is aleldicveieserea e's ois 25.00 
Bituminous Coal 
Smokeless mine run, f.o.b. vessel, Hampton 
IROAUA Ie Cerrar iret curisitie tie sis easss $5.75 
Somerset minerun, Boston. . 2.25 
oe mine run, Pittsburgh. . 2.00 
Franklin, Ill., screenings, Chicago, 1.875 
Central, Ill., screenings, Chicago. . 1.45 
Kansas screenings, Kansas City.. 2.25 


Track Materals—Pitsburgh 


Standard Bessemer steel rails, gross ton. - 
Standard open hearth rails, grosston...... 3. 


Paints, Putty and Glass—New York 


Linseed oil (5 bbl. lots), pergal. .......... 0.94 
White lead (100 ]b. keg), cents per lb... ... 11.60 
Turpentine (bbl. lots), per gal. Deletes on $1.03 
Car window glass, (single strength), first 

three brackets, A quality, discount*, 84.0% 
Car window glass, (single strength), ‘first 

three brackets, B quality, discount” , 86.0% 
Car reeew glass, (double strength) ‘all 

— Oulbesion:conerpes Bist Watcraa(stavel sieve 85.0% 

100 Ib. tins, cents perlb........... 4-6 


Pan 
‘hese prices are f.o.b. works, boxing 
charges extra. 


Wire—New York 


more er wire base, cents per lb.. 15 
er-covered wire, No. 14, per i, 000 ft... $6. 
(Seat wire base, cents per Ib.. 2 17 


Paving Materials 


Paving stone, granite, 4x8x4, f.o.b. 
Chicago, dressed, persq.yd............. 
Common, per sa.yd.. LE 

om look paving 3a 16 treatment, N. Y., 


eka eal pa eet ahatai ctetelitne ie seleveia aires 2.56 
pt rae bia te drive, Pittebareh: (ate, 10 Paving. ve. 34x84x4, N. Y.,per 1,000 in 
re ie plates (flat type), cents per lb... 2.575 bear rate : 54.00 
bars, centsperlb.............0000 2.75 sans kaa G 1.75 
Fal ole tnd nut, Fitisburah base, cents, Ib. us ue Vement, onan consumers’ net prices, Ue 
ae EA eT eo % WItDOUE DAB... .cssceee essere recseecs . 
Ties, white oak, icago, 6in,.x8in.x8} ft.... $1.70 Gravel, tin. at cu.yd, Li RRENTY See 2: 09 
Hardware —Pittabarch ANG OW Yay Ne Sccitanieieianie oietc'e eiaielealess LD 
. Old pM ate York and Chicago 
Wire nails, base per keg. .............++++ 3.00 
Sheet iron (28 gage), cents per Ib.. 3.85 | Heavy copper, cents per abe Soc Unt) 
Sheet iron sider (28 gage), cents per lb. 5.00 seen copper, cents per Ib.. Mbesiae stew & 50 
Galvanized barbed wire, cents perlb....... 3.80 | Heavy brass, centsperlb................. 6.00 
Galvanized wire, ordinary, cents per Ib.. y deby Zine, old scrap, cents per Mieke yak Oe 4.25 
Yellow brass, pcontar per tS (heavy)........ : a 
e Lead, centa per lb (heavy)......... ase 6 
Wast New York Stee) ear asics; Chicago, net ton.... $19.25 
Waste, wool, cents perJb................. .15 | Old car wheels, Chicago, gross ton. 20.75 
Waste, cotton (1 00%». lb, bale), cents per Ib.: Rails (short), Chicago, grosston.......... 20.75 
PCR DA peeinnemreteret maivios i siad eee ea: a0 12-18 | Rails, (relaying), Chicago, grosston....... 33.50 
olaned irs emacs cisate's sc ain clecs viv. 9-14 | Machine turnings, Chicago, net ton........ 10.25 
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into effect just as soon as substantially 
all the stock had been deposited. 

It might appear at first sight that 
the details just recited are of primary 
interest to the holder of Laconia shares. 
As a matter of fact they are, but be- 
hind them the larger story is reflected 
of the increased prosperity of the equip- 
ment makers as a whole. ; 


First Month of 1924 Fortifies 
Confidence in Business Outlook 


Events at the turn of the year have 
further fortified confidence in the busi- 
ness outlook. Buying is still generally 
conservative, but conditions in most 
branches of business do not call for 
heavy inventory accumulations. Never- 
theless, activity in some lines is ex- 
ceeding most expectations. No less an 
authority than the Guaranty Trust 
Company, New York, points out that 
the most significant feature of recent 
prices in this country is the compara- 
tive steadiness of their average, despite 
a slight net decline in 1928, as com- 
pared with a more pronounced increase 
in the preceding year. 

Another factor to which commenta- 
tors on the economic trend refer is the 
progress made toward the resumption 
of customary relationships between 
prices, since the early reactions from 
the swift decline in 1920-21, represents 
a cumulative strengthening of the bases 
of economic well-being. In the absence 
of a sharp general movement in either 
direction, further correction of remain- 
ing disparities may be expected. And 
neither in the banking and currency 
situation nor in the state of industry 
and trade is there indication of a com- 
ing general disturbance of prices. 

A revival of price inflation in con- 
sequence of the large gold supply, which 
was so freely predicted, has not ap- 
peared. The reserve holdings of gold, 
however, are greatly in excess of lezal 
requirements, and in a sense they do 
make possible an inflation of bank 
credit. On the other hand, the adminis- 
tration of the banks gives no indication 
that the present gold stocks will be 
treated as if they were expected to 
remain indefinitely around present 
levels. With the persistence of a whole- 
some restraint upon any tendencies 
toward inflation of credit and prices, 
there is preserved also a powerful 
potential check upon influences tending 
to depress prices.’ When the expected 
redistribution of gold does begin, the 
reduction of stocks in this country will 
probably be effected gradually with a 
corresponding gradual reduction in the 
American level of commodity prices. 


Automotive Car Division Formed 
by Brill Company 


The J. G. Brill Company has 
formed the automotive car division, 
with C. J. McPherson, sales manager, 
to take care of the increased demand 
for the gasoline rail car. All renewal 
part business for cars of this type now 
In service and other types of these cars 
for steam railroads, ranging from the 
thirty-passenger six-wheel type of the 
Model 55, with a maximum seating 
capacity of fifty-five, will: also be 
handled by this division. The com- 
pany purchased the railroad motor 


coach division of Service Motors, Inc., 
Wabash, Ind., some months ago, with 
exclusive rights for the production and 
sale of the type of gasoline rail car 
heretofore known as Service Model 55 
Railroad Motor Coach. 


Rolling Stock 


Pittsburgh Railways, now that the 
receivership has been lifted, will spend 
$3,000,000 for new rolling stock under 
the terms of the plan of the reorganiza- 
tion. 

Worcester Consolidated Street Rail- 
way, Worcester, Mass., during 1923 
spent $72,000 for snow sweepers ard 
dump cars. 

Pacific Northwest Traction Com- 
pany, Everett, Wash., has ordered three 
buses of twenty-eight-passenger capac- 
ity each, for use on the company’s lines 
between Mount Vernon and Everett. 

Georgia Railway & Power Company, 
Atlanta, Ga., in its budget for 1924 has 
included the purchase of twenty new 
cars. 


Cincinnati, Newport & Covington 
Railway, Covington, Ky.,' will request 
authority for the purchase of ‘twenty 
cars of the double-truck type of its 
board of directors. The announcement 
was made by General Manager Harton 
at a recent conference of the city com- 
missioners of Covington. Mr. Harton 
said that the additional equipment 
would improve the company’s service in 
northern Kentucky about 30 per cent. 
Approximately $250,000 will be appro- 
priated for the purchase of the new 
ears. 


Milwaukee Northern Railway, Cedar- 
burg, Wis., has purchased a parlor car 
to be one of the sections of the Lake 
Shore Limited. This is the third of 
this type the company has in use. 

Virginia Railway & Power Company, 
Richmond, Va., has purchased two addi- 
tional Brill trolley buses with G. E. 
equipment. The buses will be of the 
same general type as are now operating 
in Petersburg. 

Meneminee & Marinette Light & 
Traction Company, Marinette, Mich., 
has purchased a Reo bus of thirteen- 
passenger seating capacity for use be- 
tween Marinette and Park Mills. 


Fa ___) 
Track and Line 


New Orleans Public Service, Inc., 
New Orleans, La., plans an expendi- 
ture of $1,586,000 in 1924 on rerouting 
of tracks and unification of gage. 


British Columbia Electric Railway, 
Vancouver, B. C. has announced a pro- 
gram of capital expenditures this year 
amounting to $5,000,000. . The pro- 
posed railway improvements amount to 
$600,000. 

Pacific Electric Railway, Los Angeles, 
Cal., has been authorized by the State 
Railroad Commission to construct a 
spur track at grade across 100th Ave- 
nue near Sawtelle, Los Angeles County. 

Baton Rouge Electric Company, 
Baton Rouge, La., has started work on 
a 8-mile extension. This line will serve 


several thousand people in the suburbs 
beyond the Standard Oil Company’s re- 
finery. 

Seattle Municipal Railway, Seattle, 
Wash., is being urged by the Duwamish 
Commercial Club to double track its 
lines from the city limits to the end of 
the South Seattle car lines. 


Walla® Walla, Wash.—The Oregon- 
Washington Railway & Navigation 
Company has been authorized by the 
Interstate Commerce Commission to 
build 3 miles of electric railway from 
Umpaine to connect with the Walla 
Walla Valley Railway’s line, owned by 
the Northern Pacific system. The elec- 
tric line will be extended 2 miles south- 
westerly from Milton to form the con- 
nection, and the 5 miles will be jointly 
owned and operated by the two com- 
panies to serve a large fruit district. 
The connection will be completed early 
in the coming summer. 


Pacific Northwest Traction Company, 
Bellingham, Wash., through Harry B. 
Sewall, manager, announces that in 
1924 it will spend $450,000 in exten- 
sions and improvements in Whatcom 
and Skagit Counties. Of this sum 
$140,000 will go for power extensions; 
$60,000 for a steel bridge to replace 
a wooden structure at Hibridge over 
Chuckanut Creek in Whatcom County; 
$160,000 for rebuilding*or filling in the 
interurban trestle at Clayton Bay; 
other expenditures will cover grading 
and ballasting of filled areas, new 
transformers and meters, ties and gas 
plant improvements. 


Trade Notes 


- Connecticut Company, New Haven, 
Conn., has awarded a general contract 
to the Tuscon Steel Company, Youngs- 
town, for the erection of a steel car- 
house on Pratt Street, Meriden.’ The 
new structure will be a one-story build- 
ing 20 ft.x 126.46. 

Lathrop & Trotter is the new firm 
name of the Cincinnati representatives 
of the Conveyors Corporation of Amer- 
ica, Chicago, Jay C. Lathrop having 
associated with himself L. E. Trotter. 
The offices of the firm are 733 Union 
Trust Building, Cincinnati. The new 
firm will handle the sale of American 
steam jet ash conveyors, American air 
tight doors, cast iron storage tanks and 
other power plant equipment in Cin- 
cinnati and the surrounding territory. 

McClellan & Junkersfeld, Inc., an- 
rounce the removal of their home office 
to 68 Trinity Place, New York, effective 
Feb. 1, 1924. This firm, engaged in 
engineering and construction, has offices 
in Chicago, Philadelphia and St. Louis: 

Link Belt Company, Chicago, has 
further reduced the price of its portable 
belt conveyor. It claims that this 
reduction has been made, possible by 
increase in production and consequent 
lowering of costs. 


New Advertising Literature 


Roller-Smith Company, New York, 
N. Y., has issued Bulletin No. 400, on 
direct-current switchboard instruments. 


